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Railroad Bonds. 

In every kind of business or investment, there 
are exceptions to the general rule of success. It 
was accordingly 10 be expected that. among some 
450 railread companies in the United States there 
should be a few instances of failure on the part of 
these companies to meet their obligations. These 
instances have been much more rare than was.be- 
lieved they would be, by persons conservatively 
inclined, and, we may say, by the public general- 
ly. It may be affirmed without fear of contradic- 
tion, that no other investments have been made 
With half the safety as those in the securities of 
our railroads, none which have paid so well, and 
which exist in such convenient shape for the 
lender, The average of our best bonds pay the 
original purchasers fiom 8 to 10 per cent. With 
ordinary caution . plenty of securities may be 
‘selected, the safety of which is beyond contingen- 
cy, They are of a kind that may be carried in 
one’s pocket, without the necessity of insurance, 
or of being watched or guarded at a large cost. 
We shotild liké to know how ‘it is possible for a 


person possessing money, upon the income from 
which he relies for support, and who is not in po- 
sition, or qualified to invest it in. trade, or real 
estate, or personal security, to do so well with his 
money as to invest it on good railroad security at 
the rates of interest usually paid. 

It is not possible—and this is the reason why. 
During the recent pressure which is just passing 
off, we expected to see the resumption of an ac- 
tive demand for railroad bonds. After all that 
has been said, and after the shock which these 
securities have received by the failure of a few 
companies, there are no kinds of investments 
held in such universal favor—a favor which is 
not the result of caprice or fancy, but based upon 
real merit in the thing itself. The sales now ef- 
fected are chiefly for the home market, but the 
foreign demand will soon become active, and will 
gradually take off our best securities. There is 
no place where a foreigner can so safely and con- 
veniently place his surplus means as in the bonds 
of a well managed railroad. He thus, without 
risk, becomes a party to those enterprizes which 
of all others are the most efficient for the produe- 
tion of wealth, and whose success necessarily re- 
sults from the peculiar relations that railroads 
bear to the wants of our people. That our bonds 
would not continue to find a steady market did 
not concern us half so much, as the extreme low 
prices at what they have been sold,—prices 
which entail an enormous tax upon the industry 
of the country, and which might have been avoid- 
ed, had not our companies persisted in forcing 
their bonds upon the market without any adequate 
basis for their safety. This is the great fact to be 
regretted in the sale of our securities. Where we 
pay eight per cent., we ought to pay only siz. An 
undoubted six per cent. is worth par, and would 
have commanded it, but for the unwise haste 
and improvidence of our people, and their being 
unwilling to put a sufficient amount of their own 
money into their roads to render any loan they 
might wish to negotiate safe beyond a peradven- 
ture. 

Inthe few instances where coupons have not 
been promptly paid, the bonds have been. issued 
in violation of what may be considered infallible 
test of the goodness of a security. The purchaser 





is as much ‘in fault for his misfortune, as the com- 


pany. “Te very well knows that unless a corsider- 
able portion of the cost of a road be paid'in stock, 

he incurs a certain risk. He expects to make ‘tp 
for this risk in the discount on the security. “He 
ought not to expect that all his ventures shall 
draw prizes. But he may if he will insure against 
loss, by taking only such securities as are entirély 
safe, at a little higher price. The cost of our 
roads in the outset will average say about $25,000 
per mile. The fact that one-half of this amount can 
be contributed by the community upon the fine 
of a road, ‘is ample evidence of their’ ability’to 
supply a traffic that will yield seven per cent. net, 
upon an equal sum. So far, there is no chance 
for mistake. The increased cost of the toad 
above this sum is due to an increased’ business, 
requiring additional outlay. In such case experi- 
ence comes in and shows how far farther credits 
may be extgnded. All this matter’ of trusting 
railroads may be reduced to the simplest method. 
There need be no mistakes, and there arehone, éx- 
cept in case where the obvious bounds of providerice 
are overstepped, or the public have been seduced 
into purchasing by excessively low ‘prices which 
of themselves are evidence that the security lacks 
certain elements necessary to its saféty. That 
one-half the cost of a road is supplied from local 
contributions, and represented in stock is a suf- 
ficient guarantee that the road will be well man- 
aged, as in the main no road can be well conduct- 
ed, except by parties being upon its line, whose 
interests should first be made to suffer from any 
misconduct. 

The rules laid down may be taken as infallible 
guides in the matter of investment in railroad 
bonds, and parties will find themselves in the pos- 
session of a poor security only when such rules 
have been disregarded, and who consequently are 
quite as much in the fault as any one else. 

(For ths American Railroal Journal.) , 
The Central Railroad oi New Jersey and its 

South Western Tributaries, through the 

States of Pennsylvania, Maryland; «and 


Virginia, to Pittsburg and Parkersburg 
on the Ohio River, 


Last month, the Lehigh Railroad Company 
opened their tallipad from Easton to Allentown, a 
distance of about 18 miles, and expect to. have 
their whole line 28 miles from Allentowa,.. to 





3f'46 








Mauch-chunck, making together a total of 
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miles, — by the thirty-first day weyers 


next. The anthracite coal fields of Pennsyl- 
vania will then be connected by a direct line of rail- 
— th the city in a total distance of 128 to’ 
sas stated in annexed a » in from 
t made by Edward Miller, Civil Engineer, 
November 9th, 1846, to the former owners of the 
Catawissa Railroad. 

This highly important line of improvements has 
been thus perfected in a very quiet way by some 
of the capitalists of our city, aided by the propri- 
etors of some of the coal fields in Pennsylvania, 
as well as by capitalists of the State of New Jer- 
sey ; and as the cost of the whole 130 to 140 miles 
of railroad leading by very favorable grades from 
the coal mines of Pennsylvania to this city, will 
by this route be materially less than that of the 
Reading Railroad from Pottsville to Philadelphia, 
probably Jess than one-half, or not over a total of 
nine or ten millions of dollars, when fully complet- 
ed with depots, sidings, landings, &c., it cannot 
be doubted that the capital so expended must be 
highly productive and at the same time exert 
very salutary influence in developing the manu- 
facturing and commercial interests, both of the 
States of New Jersey and New York, as well as 
eventually guaranteeing to the citizens of both 
these States a cheap and reliable supply of fuel 
at avery trifling difference in cost beyond that 
now paid in Philadelphia. 

The grades of this line of railroads from the 
coal fields on the Lehigh to Easton are of the 
most favorable character, being a gradual descent, 
and from Easton to the tide waters of New York 
of an easy ascent and descent; so that a full train 
will require but one additional locomotive (in 
these last 63 miles) to be added, to deliver a load 
fully equivalent to that carried on the favorable 
grades of the Reading Railroad. 

It is truly surprising that the importance of 
this line of railroads to the great commercial and 
manufacturing interests of this city, as well as 
Newark and all our cities bordering on our Bay 
and its tributaries, has been so entirely disregard- 
ed, whilst the merits of the Reading Railroad are 
almost daily discussed in our monetary circles, and 
the contingency of an eight or ten per cent. divid- 
end on an eighteen or twenty millions of dollars 
capital, is figured forth in the monied articles as 
of probable permanency. Our own line of rail- 
roads costing half that sum and leading to an- 
thracite mines generally esteemed to be of the 
very best quality, seems to be entirely disregarded ; 
except, perhaps, by a few sagacious capitalists 
who have very quietly perfected the whole line of 
about 130 miles, without pausing one moment from 
the time they surveyed the route and satisfied 
themseives of its being the only line, that could 
successfully compete with the Reading Railroad. 

In connection with this great coal avenue to the 
seaboard, a still further development of this line 
is now contemplated, and about being matured, 
by extending the same to connect with the Potts- 
ville coal fields, from Allentown to Auburn, the 
Eastern terminus of the Dauphin and Susquehan- 
nah Railroad ; and also through this latter railroad 
of about fifty miles in length, with the Great Cen- 
tral Railroad of Pennsylvania, thus opening a di- 
rect line from this city to Pittsburg and Cincin- 
nati of the very first importance, passing through 
the anthracite and bituminous coal fields as well 


a|connecting the same line with the improvements 





as the iron works of Pennsylvania. A connection 
is also about being formed with the Baltimore 
and Ohio Railroad, by extending and completing 
this line of railroads from the western terminus 
of the Dauphin and Susquehannah throngh the 
Cumberland Valley Railroads to Hagerstown in 
Maryland, and thence to Hancock or Harpers Ferry 
on said Baltimore and Ohio Railroad. These lat- 
ter extensions will open out entirely new business 
connections to all the industrial interests of our 
city, and give us direct avenues with all the min- 
eral and agricultural fields of Pennsylvania, Mary- 


counties of Ohio, and eventually through the Win- 
chester Railroad of Virginia, Staunton, &c,, south- 
westerly to the upper counties of North Carolina 
and the eastern lands of Tennessee and Alabama, 
forming lines of uniform gauge and highly 
favorable grades from this and the adjoining cities 
of our bay and its tributaries directly into and 
through the hearts of the States of New Jersey, 
Pennsylvania, Maryland, and Virginia, as well as 


of Western South Carolina and Eastern Tennessee 
and Alabama. 

This whole line will be perfected on simply 
placing under contract the balance of these sur- 
veys, being only 32 miles from Allentown to Au- 
burn on the Dauphin and Susquehannah Railroad | 
and about 25 miles from Hagerstown to Hancock 
or Harpers Ferry on the Baltimore and Ohio Rail- 
road. 

The capitalists who have made the links in 
this great chain of railroads are certainly entitled 
to the support of our business men, by having a 
prompt and liberal subscription to finish the re- 
maining links that cannot fail to open out entirely 
new fields of business to our commercial men, 
and thus amply remunerate one and all of us for 
our untiring perseverance, during times of great 
monied pressure, and united action, now that the 
prospects of abundant crops warrant our making 
an effort to complete at an early day but about 
sixty miles of railroad that will unite thousands 
of miles already in successful operation, and only 
needing these two short links in these chains of 
internal improvements to bind the whole together 
effectively to nourish the industrial interests of our 
community. 


Extract from the Report of Edward Miller, Civil 
Engineer, of November 9th, 1846, to the Cata- 
wissa, Williamsport, and Erie R. R. Co. 

To compare the advantages of this route fur 
transporting coal, with others in existence, would 
be atask involving so much time and labor, if 
done thoroughly, that I have not attempted to 
perform it; except with regard to some of the 
most important points, which admit of being stat- 
ed within reasonable limits. 

Ist. It isthe only continuous railroad commu- 
nication from the coal mines to the city of New 
York, and consequently the only route by which 
coal can be sent, without interruption, at all sea- 
sons of the year. Its advantages in this respect 
are so obvious as to need no remark, 

2nd. It is the shortest line, and affords the 
quickest mode of transporting coal, from the 
mines to New York and all Eastern ports, conse- 
quently, less capital will be required in the coal 








trade, in order to do a given amount of business 


land, and Virginia, a8 also with the Southern| Y 


By this route, coal can be delivered at Elizabeth- 
port, in thirteen hours, from the coal mines. 

8rd. It will deliver the coal intended for - 
Eastern ports at.a point where, in consequ 

the great commerce of New York, vessels can my 
ways be had in abundance, at favorable Tates of 
freight. In this respect, the advantage over the 
Reading road will be considerable, as it is well 
known that a large part of the vessels trading at 


‘Richmond, go there in ballast for coal freights. 


In the following table I have given the distan- 
ces from the coal mines of Pennsylvania to New 
ork by the different routes, omitting the mines 
which have their outlet by the Susquebannah 
River, as too distant to bring into such a compar- 
ison. In the cases of the Reading road and the 
Schuylkill navigation, ten miles are added above 
Mount Carbon as the average length of-the branch 
railroads, which carry the coal to those. works; 
all the others are taken to the mines. 


Beaver Meadow, Lehigh and Morris 
Camal oo... roo cece cece cece cece 
Delaware and Hudson Canal and Hud- 

BON BOIVET . 2000 0000 ssee cece cons pooeme, 
Lehigh and Morris Canals.............167 
Lehigh, Delaware, and Delaware and 

TRMPIGAM ooo. Secs cece cscs secs ccvceomee 
Reading, and Delaware and Raritan . 214. * 
Schuylkill navigation and Delaware 

and Raritan..... coca ce Seeerrey makes 
Lehigh via " Black’s 

OGY. ape cecpcqcokee, “ 
Beaver Meadow do..193 “ 
Beaver Meadow, Lehigh, Delaware, and 

Delaware and Raritan..............219 “ 
Lehigh Mines via Somerville and Cen- 

tral Railroad of New Jersey ........128 “ 
Beaver Meadow via Somerville, do.....189 “ 
Catawissa via do., do.......... oss cc 148. CO 


With regard to the Morris Canal, which ap- 
proaches nearest in distance, it may be sufficient 
to remark, that it is obstructed by 23 inclined 
planes, the lifts of which vary from 40 to 100 ft.; 
and that it crosses a summit in New Jersey 405 
feet higher than the summit of the Somerville 
Railroad, overcoming 1,669 feet of rise and fall. 

4th. The next point of comparison which I 
shall make, is the capital invested and required to 
complete the route, as contrasted with the great 
Reading road, which has overshadowed, thus far, 
the rival canal corporations, and created a revolu- 
tion in the coal trade. To do this fairly, we must 
suppose a double traek of heavy iron road through- 
out, although some years may pass before so 
large an investment will be required. 

The cost of the railroad complete from the 
Catawissa mines to Elizabethport, the point of 
trans-shipment to all points east of New York, with 
a double track of iron road throughout, but ex- 
clusive of cars, engines, and depots, may thus be 
summed up— 


- 168 miles, 


Not constructed 


Outlay on Catawissa Branch....... .... $100,000 
Required to complete it............... 198; 600 
Outlay on Beaver Meadow road below 

BORRED cinine pevesbos gntw vege cond n0vk Oat 
Required to complete it......... sss... 456,000 
Estimated cost of Delaware and Lehigh 

Es cone sone ones once sans ashe canna 
Outlay on Somerville and Central Rail- 

road of New Jersey .... sss. sees see ee 
Required to complete it ........ see0+ 998,000 


Total for 181 miles.... .... «<2. $4,995,000 
Equal to $37,824 per mile, 


The Reading Railroad cost, according to their 


















own statement ‘to November, 1846, $8,405,188, ex- 
clusive of real estate, depots, engines and cars, 
equal to $91,346 per mile. 

The annual interest upon the difference of these 
aggregates is $212,411, against the Reading road, 
which is equal to a tax of 2134 cents per ton on a 
trade of 1,000,000 tons. It will be subs. quently 
shown, that if the statements of that company be 
correct and reliable, the above tax is only about 
one cent. less than the whole amount of increased 
expense due to the ascending grades of the Somer- 
ville Railroad ; (Central Railroad of New Jersey.) 

The interest upon the difference in cost per 
mile is $8,211, equal to 32-100th of a cent, per 
ton per mile upon the same amount of trade. 

Supposing all other matters equal, this route 
would start in the race with the Reading Compa- 
ny, with a saving of interest in the cost of the 
road, equal to about 434 per cent. 

The ascending grades of the Somerville (Cen- 
tral Railroad of New Jersey) railroad remain to 
be considered, and the amount of obstruction 
which they offer to the coal trade. They are stat- 
ed at 26 feet per mile, (since reduced to 21 feet) 
and are repeated at several points upon the road 
so as to limit virtually the load of the engines 
throughout. Up such a grade the locomotives can 
take only 2-5ths of what they can draw upon a 
level. 

The six wheeled engines on the Reading road, 
weighing 18 tons, and the adhesion of all the 
wheels, can draw, as their ordinary working load, 
100 cars, carrying 500 tons of coal, and weighing 
742 tons gross, at 10 miles per hour. I have al- 
ready stated that40 miles of the Reading road are 
level, and that there is one level eight miles long. 
Their power is much beyond this, as their trial 
performances exhibit ; and one engine, weighing 
15 8-10 tons has taken 1,132 tons gross over the 
road, exclusive of engine and tender, starting her 
load twice with ease on a level. 

Taking the working load, however, this is equal 
to 40 cars on a grade of 26 feet per mile, weighing 
296 tons gross, and carrying two hundred tons of 
coal. 

The item of maintenance of way will be some- 
what increased by the greater number of engines 
required to pass over the road with agiven amount 
of freight. What this may amount to, it is diffi- 
cult to estimate ; but it may be safely neglected 
in the case of the Somerville railroad (Central 
Railroad of New Jersey) as it certain'y will be more 
than covered in the saving of fuel on the return 
of the empty cars, when the engines will work 
greatly within their power; and on the descend- 
ing grades, where the engines will only be requir- 
ed to control the trains, which,if uncoupled,would 
run by gravity alone. No more cars would be 
needed to carry a given amount of tonnage, and 
all other items remain as in the case of a level 
road, 

To ascertain what addition should be made for 
the extra locomotive power, I will have again re- 
course to the statistics of the Reading road report 
for 1845, In doing so, I do not wish to be consid- 
ered as endorsing their accuracy ; for I have had 
no Opportunity of investigating this. 

In comparing the two lines, however, it is cer- 


ia allowable to use the data farnished by a 
val, 


The ee me nn the cost. of on 
coal in 1845, exclusive of maintenance of way and| 
general expenses, at 37 1-10 cents per tou, for the 
round trip of 186 miles from the coal region to 
tide water, and back with empty cars. 

His items may be subdivided 
heads : 


Locomotive power proper as applicable to a com- 
parison with the Somerville Railroad. 
Engineer and menreereenls sau deve sinens GEM 
PGE. cbaccwnos.donanvaseshes 44 17 
Oil for Engine . agce.cnes 


into these 





Repairs of Engine and Tender... Gals ceas code 9 11 
Pamping water .... ..00 sces cece cece coees 1 OF 
$65 00 


Equal to 22 cents per ton, or 0,24 cent per ton 
per mile. 
Car Expenses. 


CINE. i cudsl nntwandisinds heen sank an 
PS oi < eibaddc ates aiisdadenel ened. Tae 
Oil and Tallow for Cars .... ..2 cece ee cece 4 42 
eben OF Cate si fs. iii P2865 OP Pee van D 


Renewal of Ropes, Lamps, &c.,........ 
Car Couplers, Greasers, Time-keepers, &c.. 2 65 
$33 60 
Equal to 11.40 cents per ton, or 0.12 cent per 
ton per mile. 
Other Expenses. 
Assistant engine at Summit between Schuyl- 
kill and Delaware.... ........ wees 
Allowance for engines lying over, assistant 
engines in snow storms, broken trips and 
petty expenses.... 


7 61 


wee 


$10 86 


Equal to 3.7 cents per - or 0.04 cent per ton 
per mile. 

Total as above 37.10 cents per ton, or 0.40 cent 
per ton per mile. 

It appears from this, that the Locomotive power 
on the Reading Railroad, so far as the same is 
applicable to our comparison, amounts to 0.24 ct. 
per ton per mile; 244 times this, or 0.60 cent per 
ton per mile, will be the corresponding cost on 
the Somerville Railroad, or in other words, ac- 
cording to the Reading Railroad statistics, it will 
cost 22.82 more per ton to carry coal over the 
Somerville (Central railroad of New Jersey) rail- 
road, than it would if the grades were equal to 
the Reading road. 

Still using the Reading statistics, we may now 
sum up the cost of taking coal from the mines to 
Boston by the two routes to Boston as follows, 
viz : 

On page 10, Reading Report, will be found the 
Treasurer’s transportatio# account for 12 months 
ending November 30, 1845. The whole amount is 
given below: 

Expenses of transportation.... .... ..$385,491 88 
Dum 51,094 92 
Repairs of road... .........02...-. 99,876 28 
Watchmen on bridges, &c.......... 9,269 36 


Contingent expenses........ 23,127 02 
Freight on missing coal.... .... ..+.- 2;366 70 


$570,726 10 

This includes the transportation of coal on the 
branoh to the Columbia road, and over a part of 
that road as well as on the main line to Richmond. 
It also includes all the expenses of transportation 
of passengers and merchandize, with other items 
which I shall now proceed to de duct,so far as the 


eeee eee 








Gata are furnished, 





1 fetment boween 
ee ® Learn junction 


phia..... eeee eee $05,260 08 
Trameportatlon of 20/80 tons merchan- 
beeen eee ee we ceee eee ee as 62 
passengers ove 
Page 38 repairs of Branch to Columbia ‘ 
road equal to one mile of double 
WRI Sono cce cede chee cccsscecunw SOR Ge 
Page 41 Cleaning snow on 
lateral roads .... .... +... .$869 74 
Less creditor by articles.,... 388 16 


531 58 





The above items clearly do not belong 
to coal transportation. We should 
also deduct the proportiou of repairs 
of track, superintenderce,contingent 
and other expenses, the aggregate of 
which is $153,717. This cannot be 
done accurately; but we may ar- 
rive at a fair approximation, by as- 
suming that the amount chargeable 
to merchandize,passengers and mails 
bears, to the above sum, the same 
proportion that the aggzegate re- 
ceived from these items does to the 
total receipts. 

This will give......., 


24,731 00 


Whole amount to be reduced.... ... - $86,180 60 
Leaving chargeable to coal expenses. .484,545 50 


This is equal to 59 51-100 cts per ton on the whole 
amount of coal brought down that year, or 64-100 
of a cent per ton per mile. 

The coal is received by the Reading Railroad 
from several branch roads, the average length of 
which is about 10 miles, and the average charges 
upon them, 24 cents per ton per mile; the aver- 
age freight from Richmond to Boston may be put 
down at $1 75 per ton. 

The Catawissa road is measured to the coal be- 
longing to the company, and the only extra charge 
in that quarter is for the extra power required 
on the steep grades upon tke Quakake, which 
may be set down at 4 a cent per ton per mile for 
5 miles. The average freight from Elizabethport 
to Boston is 90 cents per ton. 

We have then for the Reading Railroad 


charge on branch roads average. .... ae 00 
Cost on Reading road..............-.-. 59 51 
Freight from Richmond to Boston....... 175 00 

Dehthc so dive. wohicip cee; ewaed eGiecie dee $269 61 
For the Lebigh and Somerville roads, 

(Central Railroad of New Jersey) from 

the Catawissa mines—131 miles at 14- 

100 of a cent.. - $083 84 
Extra power on "Quakake r ‘miles ‘at + 

cent. eeere ef ee £O8e £88 CHF Hee CE Be . 

Extra power on Somerville road (Cen- 

tral Railroad of N. J.).........006... 22 82 

Freight Flizabethport to Boston... .--. 90 00 


Total 20.6 00. cece gece secciccios cv cciee 66 
Difference in favor of Somerville road (Central 
Railroad of New Jersey) 6i cents per ton, or 
$610,000 on a trade of 1,000,000 tons. It has al- 
ready been shown that the annual interest upon 
thedifference of the cost of the two roads amounts, 
on a trade of 1,000,000 tons, to $212,411, which 
sums added to the above give an advantage to the 
Somerville route of $822,411, or more than 8 per 
cent. on the capital of $10,000,000. 

It is proper here to remark, that the Reading 
Company, having acted as pioneers in this busi- 
ness, has been at enormous expense in experiment- 
ing on the best kind of cars and locomotives for 
the trade; and that line labors under a serious 


disadvantage, in consequence of being encumber. 





ed with a yast amount of machinery unsuited for 








their purposé purposes. - ‘This’ is” y exhib 

the fact, that the aveties oad F foal sib 
down by their engines in 1845, was only 295 tons, 
or 2-5ths of the ordinary work of their best loco- 
motives. The average load in 1844 was 194 tons, 
and the Superintendent attributes thelarge average 
increase of more than 50 per cent. to the better 
class of engines put on the road, during 1845. To 
this, and the improved plan of cars, he attributes 
a decrease of 4 7-10 cents in the cost of hauling 
coal; and he anticipates a still further reduction 
of 4 1-10 cents in the present year. 

It is hardly necessary to say, that the Lehigh 
and Somerville roads (Central Railroad of New 
Jersey) would start with all the advantages of the 
valuable and dearly bought experience of their ri- 
val, and with engines and cars of uniform char- 
acter combining al! the recent improvements. 






I am very respectfully, 
Your Obt. Servant, 
(Signed.) EDWARD MILLER, 
Chief Engineer, 





Rutland and Burlington Railroad. 
This company was chartered by the Legislature 
of Vermont, in the session of 1844-5, with author- 
ity to construct and maintain a railroad from 
Bellows Falls, on the Connecticut River, by way 
of Mount Holly, Rutland, Middlebury, and Vin- 
cennes, to Burlington on Lake Champlain. The 
company were subsequently empowered to extend 
their road to Swanton, so as to form a favorable 
connection with the Vermont and Canada and 
Northern New York lines, The Directory was to 
consist of thirteen shareholders ; but this number 
was afterward reduced to seven. The usual 
powers and privileges were granted, as to locating’ 
the road, borrowing money, and declaring divid- 
ends. The capital stock was limited to $3,000,- 
000, in shares of $100 each. 

"This road, 120 miles long, proceeds from the 
Connecticut up the valleys of Williams and Black 
rivers ‘as far as the great mountain range which 
passes through the length of the State. The sum- 
mit is crossed by a heavy cutting, at a point 
1,150. feet above the Connecticut, and by grades 
of from 60 to.76 feet per mile. The -steepest in- 
clinations on the remainder of the route do not 
exceed 40 feet; and the shortest radius of curva- 
ture: is 2,000 feet. On passing the summit, the 
road strikes a branch of the Otter River, along 
whose banks it continues for upwards of fifty 
miles. At Vergennes, it is anited with the navig- 
able part of this stream by a short branch. The 
remainder of this distance passes along the east- 
ern shore of Lake Champlain. The frequent 
crossing of the Otter and other streams rendered 
the construction of numerous bridges necessary. 
The total ascent and descent of the road is 2,475 
feet. To the westward of the mountains the road 
traverses a fine agricultural section of country, in 
which are numerous and valuable beds of mar- 
ble, iron ore, &c. Its southern connections are 
favorable, proceeding up and down the Connec- 
ticut valley, and to the eastward. This line, with 
its connections, affords the shortest and most di- 
rect route between the Ocean and Lake Champlain. 
At Rutland, it connects with the Rutland and 
Washington and the Western Vermont roads. At 
its northern terminus, it comes into competition 
with the Vermont Central, with the advantage 
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eer five throwing its entire tent on the 
Vermont Central line. © 

The cost of construction, including a moderate 
equipment, and with a rail weighing 60 lbs. per 
yard, the size finally adopted, was $3,000,000, or 
$25,000 per mile. 

The company organized in July, 1845, by the 
choice of a Board of Directors, from whom Judge 
Follett was elected President. The nominal stock 
subscriptions then made amounted to nearly $1,- 
000,000; but the managers felt unwilling to put 
any part under contract till aid had been secured 
in the city of Boston, which was obtained in 
1846. In the beginning of the following year, the 
grading, masonry, bridging, and laying of the 
superstructure on the Burlington division, 5144 
miles, were put under contract ; but the contrac- 
tor having failed to execute his agreement, the 
work was re-let in May. That part between 
Bellows Falls and the summit was also let about 
the same time; and the remainder of the line in 
June. The terms of the contract specified the 
completion of the entire work by the Ist of Jan’y, 
1850. A purchase of rails was soon afterwards 
made from a Boston house, and a quantity of roll- 
ing stock ordered. By an agreement made with 
the Cheshire company, the temporary use of the 
depot and other buildings owned by the latter at 
Bellows Falls, was obtained. The branch line to 
Vergennes was also let the same year. By the 
terms of the above contracts, the builders of the 
road were to take in payment a considerable 
amount of stock at par; and the iron was to be 
paid for principally in the company’s bonds run- 
ning short periods. 

The first 14 miles of the road, extending from 
Bellows Falls to Chester, were opened in June, 
1849; and the remainder of the line at the close 
of the year, as had been specified in the contract, 

At an early stage in the prosecution of the un- 
dertaking, the Board began to feel the want of 
the necessary funds to secure its completion. 
Many of the stock subscriptions were never paid 
up; and in the Spring of 1849, the Board were 
obliged to issue the bonds of the company to the 
amount of $800,000, bearing six per cent. interest, 
convertible into stock, and maturing in three, 
four, and five years from date of issue, The pro- 
ceeds of these securities, which were disposed of 
at a discount of ten per cent., enabled the Direc- 
tors to push the work forward. In the following 
year, by authority obtained from the Legislature, 
a preferred stock of 5,Q00 shares, bearing eight 
per cent. interest, was created. The guarantee 
was to continue in force for ten years. The issue 
of their bonds was also continued till, at the 1st 
of June, 1851, it amounted to $1,550,288—all 
payable within five years. As the first of these 
began shortly afterwards to fall due, a new issue 
for the payment of the above, with the floating 
debt, was made, amounting to $1,800,000, at 
seven per cent., maturing in 1863, and secured by 
a first mortgage on the whole work. 

A large and convenient engine-house at Rutland 
was completed the same year ; also station-houses 
at Chester and Vergennes, which had been con- 
sumed by fire, were re-built. Preliminary surveys 
for the extension of the road to Swanton were 








to/executed, and the Board were ‘making prepara- 
the latter of the Vermont and Gatinds cotuiection, tions for putting the work under contract, till], 






judicial authorities of the’ State: : this work has: 
never since been resumed, *» ieP o! fa 

‘Among the items of expense from tho commen¢e- 
ment of the undertaking, was the payment:of in- 
terest to the stockholders, which had been done 
by Legislative sanction, and in accordance with 
the terms of subscription. At the Annual Meet- 
ing in 1850, it was resolved that this payment in 
future ‘should be made in stock, which was done 
for that year. In the following year, the Directors 
were instructed to issue instead of this, scrip cer- 
tifieates payable in four years, and bearing six per 
cent. interest. Since that period, we believe, the 
common stockholders have not received any direct 
remuneration for their investment, beyond the ad- 
vantage of the road to the section of country 
along its line, and to the city of Boston. 

At a special meeting, in December, 1851, a six 
per cent. preferred stock was created, to relieve 
the funded debt of the company. This was se- 
cured by the net earnings of the road, and was to 
be issued for equal amounts of old stock and six 
per cent. bonds at par. We believe dividends 
were regularly paid on this, till the assignment 
of the road to the bondholders in November, 1853. 

By this event, which took place in consequence 
of the inability of the company to meet the inter- 
est on their mortgage bonds, the road with all its 
equipment passed into the hands of Trustees ap- 
pointed on behalf of the bondholders to manage 
the concern. As there was still, however, a large 
floating debt to be met, the stockholders, at a gen- 
eral meeting, created a second mortgage for $1,- 
200,000 in 1858, and in Apri), last year, a third 
mortgage amounting’to $1,200,000. Of the second, 
$660,500 have been sold, and the remainder pledg- 
ed as security. Of the third, a little over $100,- 
000 has been disposed of, in exchange for bills 
and bonds payable, since the 31st of May, 1854. 

From the last Annual Report, published at the 
above date, the financial condition of the company 
is thus shown: 

Cost of Road and Equipment. 
Grading and Masonry..... .... .... $2,359,887 16 


Superstructure. ..-. 0.00 coos cece se 949,525 74 
Land, Land Damages, and Fencing. 234,182 72 
Stations, Buildings, and Fixtures... 227,326 90 
Bridges ..oe socevcceirece cocccces. 116,669 93 
EDZIMCCTING . 50. voce ccce cece.c gece 91,901 12 
Rolling stock and Machinery.... .. 556,275 56 
Discount on Bonds............... 447,700 68 
Interest to Stockholders........... 103,060 21 
Incidental expenses .........++.-. 292,898 97 








Total cost of construction .... $5,378,428 99 

—or nearly $45,000 per mile. If to this be added 

the assets on hand, amounting to $192,904 42, 

and the interest and dividends paid beyond the 

net earnings, which is $641,298 74, we have a 
grand total of $6,212,632 15. 

The means to provide for the above were de- 

rived from the following sources. 

Liabilities. 


Capital Stock .... -. $1,242,500 00 


Eight per cent. Preferred Stock.... 882 700 00 
Six per cent. do. do. .... 608, 176.81 
Mortgage Bonds ........; ..-.+«+.. 1,800 00,000. 00 
Second Mortgage Bonds (sold). rr "660, 600 00 
Notes Payable........ oc. Uae 518 69 
Six per cent, Bonds (old issué)..... 468,500 00 
Interest Bonds and Scrip.......... 49,673 59 
Sundry ‘personal accounts, &c,..+. - 79,163. 56 








$6,212,682 15 
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_ The amounts paid for interest, coupons, and 
‘dividends, since commencement, have been $1,- 
116,195 80; the gross earnings, up to November 
20th, "1883, have amounted to $1,239,623 17; 
running expenses, $765,726 11; leaving as net 
proceeds $478,897 06, or 88} per cent. of the en- 
tire receipts. 

Since the above date, the Trustees have made 
no statement of the earnings of the road, nor 
have the company published any report that we 
are aware of. It is to be presumed that the orig- 
inal stock subscriptions, at least, are a total loss. 
Statement showing the cost, mueage, receipts, g-c., 

gc., of the Rutland and Burlington Railroad, 

from its opening to the present time. 


Cost 
per 
Year. Cost. Mileage. mile. 
1850.... $3,661,410 120 $30,511 
1851.... 4,348,441 120 36,195 
1852.... 4,847,401 120 40,395 
1853.... 5,878,428 120 44,820 
Gross Current Net 
Receipts. Expenses. Receipts. 
1850.... “245,007 | 
1851.... 245,937 ” 
1852.... 344408¢ 9765,726 = $473,897 
1853.... *351,074) 
* For 10 months and 20 days. 
Receipts Receipts 
from from Miscel- 
Passengers. Freight. laneous. 
1850.... $98,004 $88,800 $10,995 
1851.... 120,499 112,588 12,850 
1852.... 160,780 167,205 16,422 
1853.,.. 168,680 165,822 16,571 
Earnings 
per Per centage of 
mile. Gross Earnings. 
1 AI See $1,648 2 : 
GBBR sists: 62 sleaze 2,049 
[er 2,870 . i 
| | EA 6.6 


Boston and Maine Railroad. 

Divectors.—James Hayward, President; Sam’! 
Batchelder, James H Duncan, Geo, W. Kittredge, 
Geo. H. Kubn, Southworth Shaw, and Samuel 
Topliff. 

Superintendent.—Thomas 8. Williams. 

Treasurer,—Horace B. Wilbur. 

Principal Business Office—Hay Market Square, 
Boston. 

Annual Meeting.—On the second Wednesday of 
September. 

Geographical Positon and Connectious. 

The Boston and Maine Railroad is located in 
three different States—Massachusetts,New Hamp- 
shire, and Maine. It commences at Hay Market 
Square in the city of Boston, and passes through 
Malden, Reading, Andover, Lawrence, and Haver- 
hill, in Massachusetts, to the line of New Hamp- 
shire at Plaistow, thence through Newton, East 
Kingston, Exeter,New Market, Dover, and Salmon 
Falls villages, to the line of Maine; thence through 
South Berwick, to its junction with the PortJand 
Saco, and Portsmouth railroad, 74 miles from 
Boston, and 38 from Portland. 

Branches.—The Boston and Maine Railroad has 
three Branch roads, The first is the Medford 
Branch, which leaves the trunk road three and a 
half miles from Boston, and extends about two 
miles to Medford village. The second is the 





Northern. Branch. This leaves the trunk road at 
South Lawrence, 26 miles from Boston, , and. ex- 
tends through Lawrence and the village of Meth- 
uen, three and a half miles to the line of New 
Hampshire, where it unites with the line of rail- 
ways leading to the cities of Manchester and Con- 
cord in that State,— thus connecting the Boston 
and Maine railroad with the northern and central 
sections of New Hampshire,—with the northern, 
central and western portions of Vermont—with 
northern New York and the Canadas—and with 
the business of the Western lakes. 

The third Branch is the Great Falls Branch, 
which leaves the trunk road in Rollinsford, 70 
miles from Boston, and extends three miles to the 
manufacturing village of Great Falls in Somers- 
worth. 

Connections —At Wilmington, 18 miles from 
Boston, the Boston and Maine intersects the 
Lowell and Salem Railroad; at Lawrence, 26 
miles from Boston, it intersects the Lowell 
and Lawrence Railroad ; at North Andover, 28 
miles from Boston, it connects with the Essex rail- 
road; at Bradford, near Haverhill, 33 miles from 
Boston,it connects with the Newburyport railroad. 
At New Market it intersects the Portsmouth 
and Concord railroad which connects the capital 
of the State of New Hampshire with its only sea- 
port. At Dover the Boston and Maine railroad 
connects with Cocheco railroad, which extends 
northerly up the valley of the Cocheco river, 28 
miles, to Winnipisseogee Lake. And at Great 
Falls village the Boston and Maine railroad is con- 
nected through the Great Falls Branch, with the 
Great Falls and Conway Railroad,which seeks the 
business of the northeastern border of New Hamp- 
shire, and the neighboring portions of Maine. 

Charters. 

The first charter of what is now the Boston and 
Maine railroad was obtained from the Legislature 
in 1833. The road was chartered as a branch 
from the Boston and Lowell railroad, in Wilming- 
ton, 15 miles from Boston; and in June, 1835, the 
grantees of this charter and their associates ob- 
tained from the Legislature of New Hampshire a 
charter for a railroad from the line of Massachu- 
setts at. Haverhill, through New Hampshire to 
the line of Maine at Berwick, under the name of 
the ‘“‘Boston and Maine Railroad” ; and in March, 
1836,—before any other railroad was chartered 
for business eastward from Boston—the same cor- 
porators obtained from the Legislature of Maine, 
an open charter to extend their railway from the 
line of New Hampshire tq,the city of Portland,— 
under the name of the “‘ Maine, New Hampshire, 
and Massachusetts railroad.” 

Though these charters were separate and dis- 
tinct in the several States—the first directors of 
the different corporations were many of them the 
same individuals, and the stockholders almost en- 
tirely so. Thus early was the project of estab- 
lishing a line of railway between Boston and Port- 
land, through Andover,Haverhill, Exeter, and Do- 
ver, distinctly formed. By subsequent acts 
of the Legislatures of the three States, these sep- 
arate corporations were made one corporate body 
existing in the three States, with one set of officers 
and one undivided interest. 

The first division of what was finally establish- 
ed as the Boston and Maine railroad, was opened 
for business to Andover in 1836. It was opened 











to Dover in 1841; and was finished to its junction 
with the Portland, Saco, and Portsmouth railroad 
in South Berwick, in February, 1848. And the 
Great Falls Branch was finished about the same 
time. 

The general direction of the Boston and Maine 
Railroad, is nearly parallel to the sea coast; and, 
on an average, is about twelve miles distant there- 
from. It runs of course, across the ridges at the 
country, and intersects the large streams of the 
water-falls, and at the head of navigation for ves- 
sels of considerable burden, and passes through a 
series of manufacturing towns, to wit: Andover, 
Lawrence, Methuen, Haverhill,Exeter, New Mar- 
ket, Dover, Great Falls, and Salmon Falls. 

From the opening of this road to Dover in 1841, 
the business rapidly increased,so that in 1843 the 
public accommodation, as well as the interest of 
the stockholders, demanded an indepeudent line 
of railway into the city of Boston. And in the 
winter of 1844, the Legislature chartered an inde- 
pendent route from a point on the then existing 
road near the confines of Wilmington and Ando- 
ver,—through Reading, South Reading, Malden, 
Somerville, and Charlestown, to Hay Market 
Square in Boston, under the name of “Boston and 
Maine Railroad ExtensionCompany,”’ with author- 
ity to the Boston and Maine railroad to assume it; 
and in that event it was to form a part, of the 
Boston and Maine railroad. This charter very 
properly prohibited the establishment of abusiness 
station in the, town of Wilmington, which being 
on the line of the Boston and Lowell railroad was 
reasonably accommodated with railway facilities. 
This, was the only place where the new line of 
road could interfere with the business of any other 
railroad then chartered, so that in separating this 
branch from the original trunk, the Legislature 
removed nothing which belonged to the original 
stock. In other words, the Boston and Maine 
railroad, in taking an independent line from Wil- 
mington to Boston, did not deprive the Boston and 
Lowell railroad of any income which it would 
have had if the Maine railroad had not been 
built. 


The new line from Andover to Boston was op- 
ened for the accommodation of the public in July, 
1845. In the meantime the enterprise of estab- 
lishing a large manufacturing town at Lawrence 
was commenced ; and the foundation of that city 
was laid in the same year that the Boston and 
Maine line of railway was completed into the city 
of Boston. It was at once manifest that the cen- 
tre of business of this new manufacturing city 
would be nearly two miles from the Boston and 
Maine Railroad as it then existed in Andover,— 
On examination itwas evident that the most econo- 
mical way of accommodating the business of the 
new town and the business of the road,would be by 
an entire new line of about 9 miles in length, com- 
mencing at the southern extremity of Andover, 
near the point where the grant for the Boston and 
Maine Extension commenced, and uniting with 
the old ‘line in North Andover, two and a half 
miles from Lawrence. 

About this time a project originated in New Hamp- 
shire for connecting Lawrence with Manchester by 
railroad direct. About three and a half miles. of 
this road would, of course, lie in Massachusetts ; 
and it seemed important to the interests “of the 
Boston and Maine railroad that this branch to the 
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poration. Accordingly, in the winter of 1846, on 
application to the Legislature,the Boston and 
Maine railroad were authorized to make the pro- 
posed change in the line of their road through An- 
dover; and at the same time a charter was grant- 
ed them for the construction of the Methuen 
Branch from Lawrence to the line of New Hamp- 
shire in the direction of Manchester. 

In the meantime the citizens of Medford had 
obtained a charter for a branch road from that 
village to the line of the Boston and Maine Rail- 
road in Malden,with permission‘‘to enter upon and 
use” the Boston and Maine Railroad; but with 
authority to the Boston and Maine Railroad to as- 
sume the branch. Many circumstances conspired 
to render it expedient for this corporation to ac- 
cept the charter and construct the branch, rather 
than have an independent road of less than two 
miles in length come into partnership with them 
in the use of three and a half miles of their road 
and their depot accommodations in Boston. 

The Medford Branch, the Methuen Branch, and 
“the change of location” in Andover were com- 
pleted about the end of 1848, or the beginning of 
1849, and in the summer of 1849, the second track 
was laid from Boston to North Andover, about 28 
miles, and on the Methuen Branch about 1 mile 
through Lawrence. 

Physical Features and Construction, 

The Boston and Maine Railroad is located from 
four to five rods in width, except in a few places 
in the towns where the agents of the corporation, 
at the urgent request of the proprietors of the 
land, committed the mistake of taking only some 
80 or 40 feet in width. 

Grapes, &c.—The road being parallel to the 
coast, is consequently an undulating road, crossing 
alternately the valleys of the streams and the 
ridges of the country which separate those valleys 
Yet notwithstanding this circumstance, the grades 
are those o: a first-class road. This road has three 
principal summits; the first is between the tide- 
water level at Boston and its neighborhood, and 
the valley of Merrimac river, which river it cross- 
es 88 miles from Boston. The second is between 
this valley and the low table-land on the left bank 
of the Swamscoi river and the northwesterly side 
of Newington Bay—along which table land the 
general level of the road is for 10 miles about 30 
feet above the level of the sea. This level ex- 
tends from about the 49th to the 59th mile post. 
The third summit is between this low table-land 
and the valley of the Cocheco river which the rail- 
Way crosses, at Dover, at a level of 70 feet above 
tide-water. The railway crosses the Salmon Falls 
river, at the State line, 71 miles from Boston, 100 
feet above tide, aud unites with Portland,Saco,and 
Portsmouth railroad, at South Berwick, 90 feet 
above tide-water. 

The first of these summits is in Reading, 13 
miles from Boston, and is 105 feet above the level 
of the track at the freight depot in Boston. The 
second is in Kingston, N. H., 424 miles from Bos 
ton, and is 133 feet above the level of the track 
at the Boston depot. The third is in Madbury, 
64 miles from Boston—and is 105 feet above the 
level of the Boston depot. 

The maximum grade of the first 80 miles of the 
railroad is 26 4-10 feet to the mile, There is a 
minor summit in Bradford, 81 miles from Boston, 
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the ascent to which on one side is 44 feet to the 
mile. With this exception,the maximum grade on 
the whole line of road and its branches is 39 6-10 
feet to the mile. 

ALIGNMENT oF THE Roap,—At the station 
in Lawrence is a curve of 1,600 feet radius. At 
the station in Bradford is a curve of 1,050 feet 
radius; and near the first station in South Read- 
ing is a curve of 2,200 feet radius. -With these ex- 
ceptions, there is no curvature in the main line of 
the Boston and Maine R.R.of a less radius than 2,- 
865 feet. The Medford Branch leaves the main 
line by a curve of 1,000 feet radius. The North- 
ern Branch leaves the main line by a curve of 
1,500 feet radius. The curve by which the Great 
Falls Branch leaves the main line at Rollinsford, 
has a radius of 1,205 feet. Besides these, the 
Medford Branch and Great Falls Branch have no 
curve of a less radius than about 5,000 feet; and 
nearly the whole of these two branches is compos- 
ed of straight line, The Methuen Branch is less 
direct, but has no curve of a less radius than 3200 
feet. 


Tue Permanent Way.—The road-bed embank- 
ment, for a single track is 15 feet wide at the sur- 
face, and two feet in depth of this embankment 
is free gravel or coarse sand. For a double track 
the embankment is 26 feet wide at the surface.— 
The cuts at the grade lines (the level of the bot- 
toms of the rails) are 12 feet broader than the 
embankments; that is for a single track, the width 
of excavation at this level is 38 feet, The slopes 
in embankment and in the earth cuttings, are 
one and a half base to one in height. Where the 
material to be excavated is unsuitable for the 
road bed, it is taken out the full width to the 
outside slopes, to the depth of two feot below 
grade, and replaced with gravel; leaving a ditch 
of two feet in depth on each side, with slopes of 
144 to 1 as well on the sides of the ditches as on 
those of the cuts and embankments. 


Bripees.—There are 4,500 feet of oak pile 
bridging across the tide waters in the first three 
miles from Boston,—with four draw-bridges for 
ships and other sea-going vessels. The Merrimac 
River at Lawrence is crossed by a truss-bridge of 
540 feet in length. This bridge has three separate 
trusses, having one of the trusses between the two 
tracks. At Haverhill, the railway crosses the 
Merrimac by a truss bridge of five spans of 1/0 ft. 
each. At Durham, the railway crosses Lamprey 
River by a truss bridge of 200 feet in length ; and 
another stream near Dérham village, by a bridge 
of the same kind, 313 feet in length. At Dover, 
the railway crosses the Cochecho River by the 
same kind of bridge, 227 feet in length; and at 
Rollinsford, the railway crosses the Salmon Falls 
River by a truss bridge, 551 feet long. These 
truss bridges are all of wood. In Andover, the 
road crosses the Shawshen River three times by 
stone arches of 80 feet span. There are other 
smaller bridges ; but these are the most consider- 
able. 

SupersTructurE.—The track consists of the 
common H rail, weighing from 56 to 60 Ibs. to the 
yard,—with the exception of a small portion in 
New Hampshire, which was somewhat lighter,— 
laid upon wooden cross-ties at a distance from 
each other averaging about two and a-half feet. 
The rails were connected with each other and 


kept in position by the clasp chair of cast-iron 
weighing about 20 Ibs. each. These cast-iron 
chairs have, for several years, when requiring 
renewal, been replaced with wrought-iron chairs 
of about the same weight and broader base. 

The gauge of the Boston and Maine road is the 
common gauge of the railways of this conntry 
and of England, 4 feet 84 inches. 

The length of double track from Boston on the 
main line is 273 miles. This is exclusive of sid- 
ings. Theve is a double track on the first mile of 
the Northern Branch. The whole length of the 
main road and branches is 83 miles. 


Capital Stock, Cost of the Road, etc. 

The amount of capital allowed by the several 
charters to this company, is $4,550,000. The 
capital stock actually issued, is $4,155,700. The 
cost of the road, with its branches, changes, de- 
pots, and running furniture, exclusive of that 
which has been added from time to time, and paid 
for out of the earnings of the road, has amounted 
to $4,226,974 52. The average increase of the 
rolling stock for the last seven years, has exceed- 
ed $28,000 per annum. This is over and above 
repairs and renewals to keep the stock good. The 
running furniture now consists of 81 locomotive 
engines and tenders, 39 passenger cars, 14 bag- 
gage and mail_cars, 479 freight cars, and 31 
gravel cars. 

The cost of the werk has been as follows : 


For Graduation and masonry .... .. .$$822,067 40 
Wooden bridges............... 871,468 55 
Superstructure, including iron.. 984,523 89 
Stations, builings and fixtures... 520,722 78 
Land, land damages, and fencing 759,039 20 
Machinery and rolling stock.... 389,324 40 
Agencies and other expenses.... 272,388 394 


$4,179,635 16 

FinaNnciat Conpition.~—The stock of this road 
consists of 41,557 shares, at the par value of one 
hundred dollars each. It has a funded debt of 
$150,000, at five per cent., secured by the credit 
of the State of Massachusetts. It has no floating 
debt. It has a surplus of undivided profits of 
about $200,000. It may be proper to state that a 
considerable portion of this surplus is wanted to 
enlarge the depot accommodations in the city of 
Boston, and at a few other places on the line of 
the road where the business has considerably in- 
creased. These improvements in Boston have 
been of pressing necessity, but have waited the 
decision of certain questions relating to the depot 
grounds in that city. 

The business character of the Boston and Maine 
Railroad will be at once seen from the following 
tabular history of its operations for the thirteen 
years from the opening of the road to Dover, at 
the close of the year 1841, to the close of the 
year 1854. It will be seen by this table that there 
has been a remarkable correspondence between 
the increase in the expenses of operating the road 
and the increase in its business; though this in- 
crease has been six hundred per cent. The ratio 
of the expenses to the income, for each of the 
years, 1842, 1848, and 1854, has been the same 
to within one per cent.; and these are each of 
them within two per cent. of the average ratio of 
the expense to the receipts for the whole thirteen 
years; showing pretty conclusively that there is 
probably some mistake in the popular notion that 











the expense of operating a railroad does not in- 
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crease in something like the same prop ortion to 
the amount of business. 

This table also shows that the average divid- 
ends of this road for the whole thirteen years, has 
been seven per cent. per annum, wanting one-half 
of one per cent. in the whole. 


Statement showing the Cost, G-c., G-c., of the Bosion 
and Maine Railroad, from 1842 to 1854. 
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Union Ratiroad Depot at Troy. 

The following facts in relation to the above 
work,we take from an article in Hunt’s Merchant’s 
Magazine for Tune. 

The Union Railroad Depot is so called, because 
it accommodates the business of the four lines of 
of railroad terminating at Troy: i. e. the Hudson 
River, the Boston and Troy, the Rensselaer and 
Saratoga,and the Central lines. The building was 
commenced in 1853, and finished in 1854, at a cost 
of $125,000; besides the ground which cost $105,- 
000, making a total of $230,000. The length of 
the building, which is of brick, is 400 feet by 200 
feet in average breadth, and 27 feet in height— 
the whole covering nearly 100,000 square feet, or 
more than two acres of ground. A width of 150 
feet for the entire length of the building is occu- 
pied with tracks, for the entrance and exit of en- 
gines. LEight of these tracks are already laid 
down, and space is allowed for two more. Fifty 
feet of additional width are occupied with turn- 
tables, leaving forty feet all along the west front 
for passenger rooms, ticket offices, &c., &c., all of 
which are fitted up with every convenience and 
comfort. The main building (200 feet wide) is 
covered by an arched truss roof of the Howe pa- 
tent, in a single span. The trusses supporting the 
roof are 40 inches in deptb, and are placed 18 ft. 
10 inches apart. The top of the roof is 28 feet 
above the walls, making the height of the ridge 
to be 55 feet from the track. On the top of this 
is a ventilator 30 feet wide, by 15 feet high, and 
running the entire length of the building. From 
the roof arise three towers, the centre one of 
which is 115 feet in height, containing a clock 
and bell. The two others are situated—one at 
each end of the building, and are four stories in 
height. These end towers are used for the offices 
of the several companies.There are 4sets of passen- 
ger rooms below, and carriage ways between each 
corresponding to the four lines of road. For a 
space of 90 feet in the centre, the main building 
is three stories high, the upper apartments being 
used as refreshment rooms. The whole structure 
is lighted by gas, and heated by steam, there be- 
ing over 14,000 feet of pipe used for these purpos- 
es. On the front is a covered carriage-way ten 
feet in width. This enables passengers to be re- 
ceived or delivered without exposure,in all weath- 
ers. 


One of the best features connected with this is 
the fact that a regular police force employed by 
the company is at the depot to protect and give 
instruction to passengers. No runners or haekmen 
of any kind are allowed lo set foot on the company’s 
premises, We would earnestly commend this im- 
provement to the attention of all our companies, 
who feel a desire to promote the comfort and coa- 
veniencies of their passengers. Hardly a greater 
nuisance is to be found than the above. as it is 
daily witnessed at the depots of several railroads 
connected with this city. 

The above structure, which is believed to be 
the largest of the kind in this country, and only 
second to one in Russia, was designed and drawn 
by Mr. E. Bonner, a distinguished French archi- 
tect, under the superintendence of Messrs.FRENCH 
& Avery,the Chief and Superintending Engineers. 
In addition to the building, the Union Railroad 
Company own some two miles of road laid down 
through the city so as to connect the several lines 






cwning the depot. At the several si 
policemen are placed to prevent accidents, and 
is stated that so successful is the management of 
this department, that not a single mishap has 
curred since the track was laid down. 


North Eastern Railroad of 8S. C. 
The following paper was read by the President, - 
at a meeting of the Directors, on the 21st nlt.,and 
ordered to be published, 


To the Board of Directors of the Northeastern Rail- 
road Company. 

GENTLEMEN :—It gives me pleasure to say that 
our road is completed to the twentieth section, a 
distance of 19 miles from the city. 

On Monday, the 7th of May,we commenced op- 
erations ; and from that date tothe 18th instant, 
the receipts amount to $1,678 60, being an aver- 
age of $45 47 per day. 

The number of passengers conveyed during the 

same period was 1,910, without accident; detention 
or failure of any kind whatever. 
Considering the distance we run—the point at 
which we stop in the woods—no village or sum- 
mer settlement being nearer than seven miles, 
these results are very encouraging, and give a 
bright promise for the way travel, which is al- 
ways of importance to railroads. In connection 
with the transportation of passengers and freight, 
an average of one hundred and eighty cubic yards 
of earth is daily brought from the cuts on the line 
of the road, and deposited on our piled trackway 
through the marsh. J 

We are rapidly filling up, by the same process, 
portions of our marsh lands. 

Our depository in Chappel st., is now in use,and 
will very soon be finished. 

The work toward Monk’s Corner is progressing 
with despatch, and we shall reach that point by 
the 15th of September if not before. We have 
iron enough to carry us beyond the Santee river. 
and the greater part of the work and material 
for the Santee swamp are ready including the cast 
iron cylinders, which will form the piers of the 
bridge. 

Twentyseven miles on the north side of the river 
are graded and ready for the iron. 

Two first-class locomotives, in addition to the 
two we now have, will be here by the Ist.of Sep- 
tember. Also two first class passenger cars, in 
addition to those we now have; and our supply of 
burthen cars of various kinds is ample for all im- 
mediate purposes. 

For everything contained in the foregoing enu- 
meration, and also for our real estate in the ci 
and elsewhere, and the right of way we have 
ready paid or prepared to pay with fands derived 
from original subscriptions. 

We have, however, arrived at a stage of our 
progress at which I require your council. Our 
means, in the shape of subscriptions, have all been, or 
are to be, appropriated in the manner and for the 
purpose briefly set forth in the foregoing state- 
ment; and although the larger portion of our 
work is done, much remains to be done. Very 
soon we shall reach Monk’s Corner, where we 
shall find fair employment, but the distance (thir- 
ty miles) is too short to produce an income pro- 
portioned to our wants for construction. And the 
step next in orde:, and now to be accom 
is to connect Monk’s Corner with a point in 
liamsburg District, beyond the Santee river. This 
should be done without delay ,thatat theearliest pos- 
sible period we may meet the business that awaits 
us at that point, and thereby render available a 
considerable portion of our capital. For this pur-' 
pose $150,000 will be required between the Ist 
September and the Ist of April next; but as our 
only resource consists of our bonds, although they 
are now being readily sold, and are-rising in pub- 
lic estimation, I have deemed.it proper, before 
instructing the contractors to proceed, to present 
the matter for your consideration, and to suggest 
that an application be made to the banks to 
chase, at the market rate, a certain amount of the 
bonds, to be taken at such times and in suchsums- 
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require, and should this be impracti- 

n loans from them on the hypothe- 
} bonds, reimbursable as they may be 
‘provision of this kind being desirable 
and proper to protect us from embarrassment 
during the progress of the work. 
Respectfully, 

T, P. HUGER, President. 
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Saturday, July 14, 1855. 








IlHinois Central Railroad. 

‘We learn that the sales of lands by the compa- 
ny for July bid fair to fully equal those of the 
past month which somewhat exceeded $500,000. 
They reached $125,000 for the first six days in 
July. 

Sndianapolis and Cincipnati Railroad. 

It is with the greatest gratification that we are 
enabled to announce the completion of the fast 
and short line Indianapolis and Cincinnati Rail- 
road from this city through to Cincinnati. The 
third rail om the 0. & M. road from Lawrenceburg 
to Cincinnati is all laid, and the cars passed over 
the entire length of the route from this city to 
Cincinnati on Saturday last. From and after to- 
day the trains will run through without any de- 
tention or change of cars at Lawrenceburg. Too 
much praise cannot be awarded to the energetic 
President and officers of this road for their effi- 
ciency; and under the present directory the stock 
of the road is constantly enhancing in value. 
Travelers for Cincinnati and the East will not fail 
to avail themselves of this route, the shortest and 
most speedy to the Queen City.—Jndianapolis 
Sentinel. 








Railroad Earnings. 
VIRGINIA AND TENNESSEE RAILROAD, 
Receipts for the month of June, 1855: 
From freight.. $11,022 44 
From passengers, express freight, and 
8,959 96 


$19,982 40 

Being over 60 per cent. greater than June, 
1854, 

MORRIS CANAL AND BANKING COMPANY. 

The receipts for the present year, up to the 80th 


WUE, POTS Soc. ccc cone ode bebe Tees GION TOL 00 
Corresponding period last year...... 81,410 51 


Increase voce coe ceee $19,294 47 
HUDSON RIVER RAILROAD. 


Receipts for June.... so.. sees oe+ +. $120,411 73 
Jans 180A 04> <:00 00; s00d,cnce osee oe. 128,078 88 


Decrease.... sees eeee eee te $7,661 65 
MACON AND WESTERN RAILROAD. 


The receipts of this road for June were. . $18,870 
June, 1854.... eere eee £888 C888 FE Se Fete 19,750 


$80 


ee eee eee Fees Ce ee Fee 








MILWAUKEE AND MISSISSIPPI RAILROAD. 

"The receipts on the Milwaukee and Mississippi 
Railroad for the month of June just past, compare 
as follows with those of the same month last 


Pweg .oin TANS 
assengers eeeerre , 1, 2 1 
Freight.........: 27,252 69 48,504 47 

Total... .$45,252 21 $65,128 55 


_ Showing an increase for June of the present 





amounted to $255,784 91 against $175,512 57 for 
the same period last year. 


The earnings for. the: last..six. have 


OHIO AND PENNSYLVANIA RAILROAD. 
The following statement shows the earnings of 
this road for June, and for the last six months, as 
compared with the corresponding period of 1854. 


The earnings in June, 1855, were.... $78,122 76 
In the first six months of 1855...... 507,574 57 
Do do 1854 445,358 88 


Increase (14 per cent.).... .. .. $62,215 69 
STONINGTON RAILROAD. 
Receipis in June. 


Passengers 
Freight: daiciiee Waa sl ecie 





$12,228 31 
8,077 04 





$20,300 35 
Tune, 1854... 2.0. woes cove voce veee 21,211 00 
Decrease.... ...+ «+s. Jad. SI $910 65 


CHICAGO AND ROCK ISLAND RAILROAD. 
The following are the earnings of the Chicago 
and Rock Island Road for the month of June: 


Passengers.... 0. sees voce coccseeee $69,229 65 
BEBIEOG «000 sees os .-». 51,585 77 
Maiis and Express 2,550 00 


Total.... wees voee oo $123,315 29 


Ohio and Mississippi Railroad. 

On the 8rd inst., this work was opened to Vin- 
cennes, by the passage of a select company over 
the line, including the bridge over the Wabash. 
On Wednesday, the fourth, it was thrown open 
to the public for the transportation of through pas- 
sengers and freight. It is needless to say that 
the citizens of St. Louis availed themselves, in a 
very extensive degree of the privilege of spending 
the Glorious Fourth in driving over the prairies of 
Illinois. 

The opening of this road will not be of great 
public ability, but will add very largely to the re- 
ceipts of the lines of roads connecting on the 
East. 


ee ee eee eee ee eere 








Charleston and Savannah Railroad. 
We have received the reports of the Chief En- 
gineer on the surveys and location of this work. 
The length of the line, it is stated, will be about 
102 miles. The work will be divided into two 
principal divisions, named after the termini 
of the road. The Charleston division is 503 
miles in length; the Savannah is expected to be 
a little over 50, Eighty-six miles have been lo- 
cated. The physical features of the country be- 
tween the termini of the road, will prevent the 
possibility of its construction in a direct line. The 
rivers near their their mouths spread out into es- 
tuaries, and prevent their passage by bridging. 
The route surveyed resembles in the main the 
two sides of a triangle, of which the sea coast 
forms the third. With this exception, the route 
in general is favorable for construction, the 
shortest curve having a radius of 2,865 feet, and 
the maximum grade being only 26 feet per mile. 
No deep cuttings will be required, and but few 
embankments of any magnitude. Three rivers 
crossed, the Stono, Edisto, and Asheepoo, require 
draw-bridges. About 16,000 feet of trestle-work 
will be needed. It is proposed to terminate the 
road on the right bank of the Ashley, making a 
connection with the city of Charleston by means 
of a steam ferry-boat, rather than attempt to 
bridge it further up the stream as had been 





year of $10,876 87, or over 40 per cent. 











The cost of the work will. be made out and pre- 
sented at an early day. 

At a meeting of the Board on the 18th ult., the 
above route, so far as located, was adopted, and 
the report ordered to be published. We hope 


soon to hear of the further progress of this im- 
portant work. 


Fort Wayne and Southern Railroad: 
We have been requested to examine the sche- 
dules of lands mortgaged for the security of the 
bonds recently offered for sale by this company ; 
and find, for the $240,000 of bonds issued, 13,. 
744 acres of land valued at $204,055, or nearly 
$15 per, acre, and 350 lots of various kinds valued 
at $99,075, making in the whole an estimated 
value of $363,130. 

The lands are all within the couuties through 
which the road runs, and were received in pay- 
ment of stock subscriptions. But the present 
rated value is the estimate of two parties under 
oat, and in some cases exceeds, and in others 
falls short of, the amount at which the lands were 
received by the company. 

Of the sufficiency of these lands to secure the 
sum now sought to be borrowed, the public must 
draw their own inferences from the average value 
of similar lands in Indiana, and from the prices 
obtained by other companies havirg real estate 
of a kindred character. It is due to say, howey- 
er, that the road traverses one of the most fertile 
and best settled portions of the State, and in 
which the value of all kinds of real estate is not 
only high, but rapidly increasing. We also pub- 
lish by request, in this connection, a letter from 
James C. Hall, Esq., President of the Ohio and 
Mississippi Railroad, 


OFFICE OF THE OHIO AND Mississippi R. R. Co. 
CincINNATI, June 18th, 1855. 
Wo. J. Houtman, Esq. 

President Fort Wayne and Southern Railroad 
Company. 

Dear Sir :—In reply to your favor from Mer- 
chants’s Hotel, New York, permit me to say that 
I regard your lime as one of the most important 
unfinished lines of Indiana. Consulting in its lo- 
cation the settled interests of the rich and pro- 
ductive country through which it passes, it must 
command a large local travel, superior to that of 
most of the Indiana roads. The section from Ver- 
non to Jeffersonville makes, with our road, a very 
direct line, and will, in my opinion, for many 
years to come, be the shortest that will exist be- 
tween Louisville and Cincinnati; and must inev- 
itably command the immense travel which passes 
between the cities named. Good men, and com- 
petent judges, estimate this travel at 500 passen- 
gers per day, both ways. With the time reduced,as 
could very easily be done, to four and a half 
hours between the two cities, I have no hesita- 
tion in saying, that at least that number of pas- 
sengers might be relied on if both roads were in 
good order. This with the local travel and busi- 
ness from the northern portion of your road, will 
make this section decidedly profitable. 

I cannot personally speak of the progress of the 
work on your road, though I undersand that 
through the past Spring and Winter the work has 
been carried vigorously forward on the section al- 
luded to, The concentration of your means and 
energies on this part of your road was dictated 
by wise policy, from which you must soon reap 
very great advantage, inasmuch as when complet- 
ed it will make a finished and productive section, 
forming a part of the shortest line between Louis- 
ville and Cincinnati. 

This company feel a very warm interest in your 
success, and I only wish our condition was such 
as would warrant us in extending aid to you in 








proposed. 





a more tangible shape; but we have our troubles, 
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and can'do little else. than express. our confidence 
in your road, and earnest’ wishes. for your suc- 
cess. 





Very respectfully, 
JAMES C. HALL, Prest. 





Journal of Railroad Law. 
LIABILITIES OF R, R. COMPANIES,—WHAT ' FOUNDED 
ON. 

The liability of a railroad company for injuries 
to.a passenger is the result not of a supposed viola- 
tion of a contract to carry the passenger to the place 
of his destination im safety, but of a principle of 
law that corporations as well as individuals are un- 
der obligation to make good any injury which may 
he occasioned by their negligence or misconduct. 

It might seem at first sight that this principle 
was of no considerable importance. If the com- 
pany are liable to pay such damages, that would 
seem enough. An inquiry into the question, why 
are they liable ? might seem to be perhaps of little 
use. Yet a moment’s consideration will show that 
a true understanding of the cause of a company’s 
liability will very often determine whether they 
are liable or not; while a glance at one or two 
applications of the rule will show that it is one 
practically important as well as legally correct. 

We were travelling recently on the Fitchburg rail- 
road, and received a ticket with a notice on the 
back that the company would not be liable for in- 
juries to passengers while on the train. Now if 
the liability of a railroad company is the result of 
a violation of a supposed contract by them to 
carry their passengers in safety, such a notice if 
brought to the knowledge of a passenger and ac- 
quiesced in by him either directly or by that si- 
lence which gives consent, might very possibly so 
far vary the implied contract (for it is only im- 
plied) that the company would not be liable in 
case of injury. If on the other hand their liab- 
ility is the result of a positive obligation in law 
to make good any injury their negligence may 
have caused, contract or no contract, then this 
notice is not worth the ink it is printed with. 
Such liability they cannot alter by simple notice. 
It can be avoided only by release from the injured 
party. A debtor might as well give notice to all 
his creditors that he would not pay his debts, and 
plead it in bar of an action, as a railroad company 
give notice that they will not be liable where the 
law declares that they shall, and attempt to set it 
up as a defence in an action brought to recover 
damages for injuries occasioned by their negli- 
gence. A party cannot thus rid himself of the 
effects of his own misconduct. 

This principle was well laid down, and its prac- 


" tical importance is clearly seen in a recent English 


case. (The Great Northern Railway Company vs. 
Harrison. Am. R, R. Journal, June 2d, 1855. 26 
Eng. L. and E. p. 443.) Here there was no con- 
tract between the company and the injured party 
at all. Mr. Harrison was traveling with a gratui- 
tous ticket, belonging on its face to another man 
and marked not transferable. The court held the 
company liable. They were bound to carry him 
carefully and safely, and recomperse him for any 
injury which he might receive through their neg- 
ligence, unless he was an actual trespasser in the 
cars at the time, and this the court thought he 
was not, 

The same distinction was noticed and its prac- 
tical importance observable in a recent case in 





was injured on the Hudson River Railroad. She 
assigned her claim to damages toa friend who 
brought suit. At common law an ordinary claim 
could not be sold. Every one must do his own 
litigation. This rule, however, has become so far 
modified that a right of action upon a contract 
can be assigned, while a claim fer damages for 
misconduct or negligence cannot, any more than 
formerly. In this case the plaintiff in his com- 
plaint alleged that the Hudson River Railroad 
Company contracted to carry the lady injured 
safely to Chambers st., that in violation of tuis 
contract they started the cars as she was getting 
out, throwing her to the ground and seriously in- 
juring her, that they thereby became indebted to 
her in a certain sum, her claim to which she had 
assigned to the present plaintiff. The court held 
that the cause of action could not be assigned ; 
that it did not arise out of a contract, however 
the complaint might state it, that it resulted from 
an obligation on the part of the company to ré- 
compense the injured party for any injuries 
which she might have suffered through their neg- 
ligence, and that a claim for such recompense she 
could not assign. 

We give one more illustration of this principle 
below. If the liability of a railroad company 
arose out of contract, it is plain that in this case 
there would be no liability, there being no con- 
tract with Nolton the plaintiff for the violation of 
which he would have any right to sue. 

[Nolton vs. The Western Railroad Corporation 
10 How. Pr. (N. Y.) R., 97.] 

The facts in this case appear sufficiently in the 
opinion of the court which was, so much of it as 
relates to this subject, as follows. 

Harris, J.—The complaint in this case states, 
in substance, that the defendants had contracted 
with the United States to carry the mail and mail 
agent in their cars, and upon their road, and that 
they had received the plaintiff, he being such mail 
agent, as.a passenger, and then it is alleged that 
this state of facts imposed upon the defendants 
an obligation to carry the plaintiff safely and se- 
curely, which duty they have violated. I cannot 
doubt that these allegations were sufficient to sus- 
tain the action. What though the contract under 
which the defendants received the plaintiff into 
their cars, a8 a passenger, was made with the 
United States, and not with the plaintiff. The 
question is, not with whom the contract was 
made, but what was the defendants’ duty? If 
they undertook to carry the plaintiff at all, no 
matter though their undertaking was with the 
United States, and not with him, the undertaking 
itself charged them with the duty of carrying him 
with reasonable care and skill. If he was law- 
fully in the car, for the purpose of being carried, 
it is of no importance how he came there. The 
very fact that he was there as a passenger and 
with the defendants’ leave, was enough to give 
him a right of action for any want of care or skill 
which resulted in his personal injury. It is true 
that if the defendants had refused to carry him, 
the government and not he could sustain an action 
for a breach of contract to carry. But the defend- 
ants having assumed to carry him, he may main- 
tain an action for the breach of the duty they 
owed him as a passenger. 

These views are fully sustained by the judg- 








ment of the Court of Queen’s Bench in Collett vs... 
The London and South Westean Railway Compa- 
ny, decided in 1851. (See 20 Law Journal N. 8., 
p. 411). In that case tde defendants carried the 
mail from London to Lamworth upon the require- 
ment of the Post Master General; as they were 
bound to do by Act of Parliament, for which ser 
vice they received compensation from the govern- 
ment. The plaintiff was an officer of the Post Of- 
fice department in charge ofthe mails. He brought 
his action against the company alleging this fact 
and charging the company with the duty of car- 
rying him with due and proper skill, and alleging 
that the company had neglected to use such care 
and skill and that he had been injured. It was 
held upon demurrer, that a duty, as alleged,arose 
out of the obligation imposed upon the defend- 
ants by the act of Parliament, and that the action 
might be maintained. It was insisted by the de- 
fants’ counsel in that case as it is here, that the 
contract between the Postmaster General, and the 
defendant, the plaintiff could have no remedy 
against the company ; but Lord Campbell inter- 
rupted the counsel saying, ‘The question is, what 
is the duty ofthe company? Is it not to carry 
safely and securely, if they carry at all?” Pat- 
terson, J. said “ the declaration expressly alleges 
that the plaintiff and the mails were actually re- 
ceived, and were being carried in a carriage of the 
defendants, and that the plaintiff was lawfullp in 
and upon the carriage. There is no contract in 
the case at all. An obligation is cast upon the 
company to carry, and the duty arising out of 
that is, to carry safely and securely, a breach of 
which is alleged. 


The demurer to the complaint was overruled 
and judgment was rendered for the plaintiff. 


Coal Burning Locomotives, 

A very interesting trial of a new locomotive, 
designed for the consumption of either wood or 
coal, (Dimpfel’s patent,) was recently made on 
the New York and New Haven Railroad. The lo- 
comotive, with a single car, left the foot of Forty- 
second street at 1 o’clock P. M., and returned at 
5 o'clock, after a run of eighty miles. The com- 
pany. on board numbered about forty persons, 
mostly practical scientific gentlemen, among 
whom were Mr. McCallum, Superintendent of the 
Erie Railroad, and Mr. Whiting, Assistant Super- 
intendent; Mr. Hoyt, Superintendent, and Mr. 
Quintard, Assistant Superintendent of the New 
York and New Haven Railroad; Drake Mills, one 
of the Directors of the Lackawanna and Western 
Railroad; Mr. J. G. Rankin and others, besides 
Mr. Wm. A. Crocker, the builder, and Mr. Dimp- 
fel, the patentee of the engine. 

The results of the trip were not only satisfactory 
but important, as proving the superiority of this 
description of engine, compared with ordinary 
wood-burning engines, and as demonstrating the 
practicability and economy of using coal fuel on 
railroads. 

The essential improvement here introduced ig 
the boiler, in which the water is brought through 
the tubes to the fire, instead of the fire to the 
water, completely reversing the usual plan. In 
this manner, the rapid circulation of water through 
the tubes tends to equalize the temperature of the 
fire-boxes, &c., and prevents the burning of the 
several parts. An engine of this sort has been 
running on the New Bedford and Taunton Rail- 
road for the last three years, and has never 
needed repairs, the tube-sheets remaining un- 
changed. Two others have been on the Little 
Schuylkill Railroad since the fall of 1852, with the 
same results. ‘ 

The fact that coal must be substituted for wood 
as a fuel for locomotives, is universally admitted. 
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pam with rerenene. facility. The locomo- 
tive “Taunton” burned but three tons in going 
from Taunton to New York, and in making the 
trip hence to Norwalk and returning,—the aggre- 
gate distance being two hundred and twenty-one 
miles. Dimpfel’s patent is said to have demon- 
strated that a ton of coal is equal to 24 cords of 
wood, and that the rate of saving accomplished 
by substituting the one for the other, is equal to 
$12,000 per day, on the 1,000 locomotives em- 
ployed by Northern railroads. 

The “Taunton” engine is a very beautiful ma- 
chine, weighing only 25 tons, and is neither cum- 
brous nor compli¢ated,—which have been serious 
defects in the coal engines heretofore built. In 
its general appearance, this locomotive differs lit- 
tle from those in common use, exccpt that it has 
@ plain open “smoke-stack,” such as are in use on 
English railways. The cost of altering the wood 
engine to one of this description is not large, and 
afver the change is made, wood can still be used, 
if desired. The cost of the improved locomotive 
is only $200 or $300 more than is usual. Some- 
thing depends on the kind of material used in 
constructing the tubes. The “Taunton” has brass 
tubes, but iron are considered nearly as good.— 
This engine is designed for the Reading and Potts- 
ville Railroad. Another has been completed for 
the Worcester road, and one for the Lowell road 
is far advanced. 

On the experimental trip, the absence of all 
smoke, cinders and noxious gases, was in striking 
contrast with the usual experience on such occa- 
sions. Notwithstanding the car windows were 
kept open, there was no annoyance from this 
source. All expressed themselves gratified with 
the trip, and the testimony respecting the impor- 
tance of the results was unanimous and unquali- 
fied. Mr. Dimpfel has labored long and indefati- 
gably to perfect his invention, expending large 
amounts in experiments, and has finally achieved 
the desired end. From the cars, the party re- 
paired to the New York Hotel, for dinner.—N. Y. 
Jour. of Commerce. 

Commerce of New York, 
CLOSE OF THE FISCAL YEAR. 

The Dry Goods Statistics for the year are now 
furnished to our readezs from official sources.— 
The general result is satisfactory, showing that 
there has been a substantial moderation of the 
quantities thrown upon the market, as compared 
with 1858-4. Ai the same time there are indica- 
tions of a revival of trade and manufactures, for- 
eign and domestic, in the Dry Goods line, and 
the promise of better values to the present holders 
of stock, 

Of the amounts entered for consumption this 
year, the returns show a diminution of one-third 
as compared with 1853-4. 

Of the amounts withdrawn from Warehouse the 
quantities this year are somewhat greater, being 
$11,784,078 against $8,284,144. This is account- 
ed for by the fact that early in the year 1854 
(from January to June) the market was so strin- 
gent that importers were compelled to leave larg- 
er quantities warehoused for the want of cash to 
pay duties. 

Of the gross amount thrown upon the market 
for the past fiscal year, it seems that the reduction 
is about 25 per cent.; being $65,279,587 against 
$89,988,442 last year. 

The amounts warehoused have been about the 
same in each year ; resulting in $66,429,109 im- 

1854 5 against $92,204,618 in 1853-4. 

We find the decline is mostly in Wollen and 
Cotton goods ; Silks have entered more generally 
into use the past two years, than in any previous 
period. If the patriotism of American women 
could induce them in these straightened times, to 
wear domestic cottons and wollens, instead of for- 
eign costly fabrics,our capitalists would have more 
means to devote to public improvements. The 
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for silks alone in this market, (to say nothing of 
retail profits making the amount neerly seventy 
millions. 

The intelligence from the European markets 
show a marked change in the article of wool, viz: 
an advance of 15 or 20 per cent. There is also 
more nquiry for AmericanWool, and more atten- 
tion given to the wool growing in Vermont, Penn- 
sylvania Ohio, and other States. 

RECAPITULATION OF DRY GOODS ENTERED FOR CCN- 

















SUMPTION. 
1853-4. 1854-5. 
Manufactures of Wool. . $28,145,331 $14,959,399 
“Y Cotton. 16,159,050 8,696,958 
2 Silk .. 29,963,380 20,106,858 
“ Flax... 7,552,834 4,929,694 
Miscellaneous .... ..... 4,898,703 4,862,600 
ar $81,699,298 $53,545,509 
WITHDRAWN FROM WAREHOUSE SAME PERIOD. 
1858-4. 1854 5. 
Manufactures of Wool.. .$2,801:291 $4,165,161 
, Cotton.. 2,097,793 2,585,959 
z3 Bilk ... 2,208,657 8,104,476 
"ty Flax... 778,844 $1,112,154 
Miscellaneous .......... 403,059 766,328 
Total...............$8,284,144 $11,734,078 
Add consumption.... ...81,699,298 53,545,509 
Total thrown on the mar- 
BME cave bess s60e.acea $89,983,442 $65,279,587 
ENTERED FOR WAREHOUSE (SAME PERIOD.) 
1853-4. 1854-5. 
Manufactures of Wool...$3,764,115 $8,937,506 
‘ Cotton.. 3.063,734 2,590,558 
ae Silk.... 3,247,654 3,816,309 
- Flax... 1,040,699 1,441,000 
Miscellaneous .......... 889,118 1,098,288 
Total........ .... ..$11,505,320 $12,883,600 
Add consumption...... 81,699,298 53,545,509 
Total imports for year. . $92,204,618 $66,429,109 





Androscoggin and Kennebec Railroad. 
ANNUAL REPORT. 
This report was made at Waterville, on the 27th 
ult. By it we learn that, at the date of the re- 
port, the ‘‘construction” account 











ROMBNNE WO. nass cine vote tees cs $2,078,133 35 
The equipment account to........ 166,887 39 
Whole expenditure......... $2,245,020 74 

The receipts during the past year were— 
WOO POPOCIBOTE «v0 60. 00.00,0n00hece ak $97,940 00 
BEM OUMINSINO 6.050.b5'0's bebe -caec.c 85,190 08 
Mails, &c. .... 206 eeee eee se. 7,474 72 
Total..... .... .20. «++. $190,604 80 

Running expenses, repairs, salaries, 

fuel, damages, &c., &c., were..... 99,807 73 
Net earnings.... .... 6.2. +. .$90,797 07 





Liabilities, 

Bills payable .... 1... se. coos coos «$80,236 42 
Preferred stock interest.............. 1,790 68 
Original stock interest............... 1,215 44 
Bills and claims outstanding.......... 19,245 28 
Unliquidated claims ................ 12,200 00 

Total. 0.0. 00. veee vee coos «$114,687 82 

Assets. 

Cash on hand......... .... $3,049 31 
Individual accounts........ 8,739 87 
Bills receivable ...........19,498 64 


75 shares in Pen, & Ken. 
BR Bh cnn wis cisinn:c0ce.c0ee oc 700 00 
Wood and stock on hand.. .22,636 82 
‘ ——— 61,419 19 





Liabilities over Assets......... ..., ..$58,268 63 
The indebtedness of the company, aside from 
the above, appears to bo— 
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fifty-five millions of dollars paid since July, 1853, 








For Stock. Outstanding..... »- $22,1 
Million ‘Bond sold..... eeee 969 
Interest Bonds sold eeee eee eeeee 26,7 
Bonds of ist and 2nd loans...... 58, 
Furniture Bonds outstanding .... 1, 
Stock Bonds sold........ 95, 

Total.... eeee teee eeeee - «+. $1,478,080 00 

Capital Stock............ 642,342 64 


__ 


$2,116,422 64 

The discount on Bonds sold, and the balance of 

Liabilities over Assets, we suppose, will make up 

the gross sum for construction and equipment, as 
given above, viz: $2,245,020 74. 
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Eastern Ratiroad. 

The Annual Meeting of this company was held 
on the 9th instant. Below we give the most im- 
portant part of the President’s Repori as far as 
wag read at the meeting. 


The Directors state that since the last annual 
meeting the Salem Mill Pond has been purchased 
at an expense of $50,940, in order to renew the 
bridges across that pond, at an estimated cost of 
$40,000. A solid bridge wide enough for three 
tracks has been almost entirely filled at a cost of 
$9,650, and after charging to renewal and con- 
struction account a proper proportion of the cost, 
the balance has been carried to property account. 
The Directors say that the increase of the indebt- 
edness of the company since 1851, and the recent 
embarrassment of the financial condition, has 
been caused by the expenditure for the purchase 
of the Saugus Branch and the South Reading 
Branch Railroads, and the extension of our main 
track into Boston; the Boston and Maine Railroad 
connected by these two branch roads with Salem 
and with Lynn. The purchase of them was 
deemed expedient, as by operating them with the 
view of developing the business of the towns 
through which they pass, (which was the legiti- 
mate object for which they were chartered,) in- 
stead of operating them mainly to divert business 
from the Eastern road, we should counteract the 
competition which diverted to the Boston and 
Maine road the business aad travel of these im- 
portant places on the line of our road. 

The extension of the track of our road into 
Boston was directed by the stockholders, and has 
been completed with as little expense as possible, 

The Directors believed that the Saugus Branch 
Road, by connecting with the Eastern Railroad, 
and discontinuing the connection with the Boston 
and Maine Railroad at Malden, could be operated 
by us with great economy, requiring little or no 
increase of equipment; and that it might also 
hereafter become an important part of our main 
track into Boston, in the place of that portion of 
the Grand Junction Railroad, which is now used 
by us, under contract for ten years from 1852, and 
for which we pay an annual rent of siz per cent. 
on its cost. The connection of the Saugus 
Branch Road with ours, and the discontiuance 
with the Boston and Maine Road, has been au- 
thorized by the Legislature, and will be completed 
in a few weeks, 

They then go on to state the reasons why the 
South Reading Branch has not been more pro- 
ductive to the Eastern, which are, in brief, that 
the income of the road was not so great as was 
anticipated before purchase, and there has been 
since an active cempetition for the business of 
that road. In regard to the trains run from the 
Boston and Maine Depot to Salem, Newbury- 
port, &c., some progre:s has been made with the 
Boston and Maine Railroad Company to designate 
the business properly belonging from its location 
to each road, and to guard against unnecessary 
interference by either company. 

The cost of the Saugus Branch Railroad has 
been placed in the construction account. 

The location of the road beyond Causway &t., 
in Boston, has been abandoned. It has been 
proposed to build a passenger station on Causeway 
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street, in Boston, in connection with the Boston 
and Lowell Railroad, and if it is done it will re- 
duce the cost of the extension into the city by the 
amount paid by the Boston and Lowell Railroad 
for their part of the land. 

To relieve the road from its financial embarrass- 
ments, $450,000. in bonds, running twenty years, 
were issued at 80 per cent., and also $760,000 in 
bonds, running from one to ten years, were dis- 
posed of at 83 1-3d per cent., making the total 
discount on issues $216,264. 

The expenses for working the road show an in- 
crease over former years, caused partly by the 
advanced prices demanded for materials and 
labor, but more for the renewals rendered neces- 
sary for the safe transportation of trains over the 
road, 

During the last year, in addition to heavy re- 
pairs, about 800 feet each of the Beverly and 
Gloucester bridges have been filled, and thus to 
that extent will require but a small expenditure 
in future years; and it appears to us to be the 
true policy of the road to make solid all the wood- 
en bridges as they decay. 

On the equipment and rolling stock of the road 
a liberal expenditure has been made; a large 
number of new sleepers and ties have been added 
to the track, heavy wrought and cast iron chairs 
have been put in where there were none before, 
and about 900 tons of iron re-rolled and laid. 

A new depot, engine house and turn-table have 
been built at Beverly at a cost of $8000, and the 
Marblehead track extended nearly into the depot 
at Salem. All these have thrown a large expend- 
iture into the last year, which will not be needed 
again. 

The net earnings of the road for the 11 months 
ending May 31st, were $204,589. On the defal- 

cation of Mr. Tuckerman, their late Treasurer, the 
Report states— 


Within a few days, and since the report now 
submitted to the stockholders was prepared, the 
late treasurer has given intormation to the Direc- 
tors that he has deceived them for many years, 
in fact almost the whole time of his connection 
with the company (10 years’ and is a defaulter 
for a large amount, which he has concealed in 
various ways, in the accounts of the company, 
notwithstanding the careful and scrutinizing ex- 
aminations which have frequently been made by 
skilful accountants. 

He gave at the same time a statement, hastily 
made out of the account which were incorrectly 
represented on the books, and since then has pro- 
vided a more carefully prepared statement, by 
which it appears that in sundry accounts there is 
a difference of.... 2... ss. «+++. $41,180 00 
Notes payable.... 2... ss. coos coees 60,500 00 
Asiatic Bank, (being for bills which he 

had represented as paid, which were 

GUE) knee fo ce vets cece cecyavegcces CURT TS 
Merchant’s Bank, -Boston............ 9,769 04 
A note of the Company which he had 

used for collateral security for his 

OWD DOLE .... voce eves cece cece cove 
In addition to this there is an ever-is- 

sue Of about 625 shares, which, at 

market price of $50, is..........-. 81,250 00 


Datel ce cocecoce voce cece ose ee Oe 

The shortness of time since the disclosure has 
prevented an examination of all the accounts, but 
we have reason to suppose that he has given cor- 
rect information. 

He has expressed a readiness to do everything 
in his power to diminish the loss of the company 
by his misconduct, by transferring all property 
under his control, and in addition to $3000 in 
money he has conveyed to one of the Directors, 
in trust for the company, his dwelling house and 
land in Newton, a house in Temple street, in Bos- 
ton, and various other items of property, the value 
of which he estimates at about $62,000. His 
bonds as Treasurer are for $20,000. There are 
also other items of property from which he ex- 
pects a large amount will be realized, the value 


7,500 00 





of which is uncertain, The Directors do not con- 
sider that the interest of the stock! olders would 
be promoted by a more explicit statement, at the 


present time, but would submit the following | said 


vote: 

Voted, That a Committee of Stockholders be 
appointed to examine the accounts of the compa- 
ny, and to take such measures, relative to any 
defalcations or frauds, as they may deem expe- 
dient, with authority to employ counsel and such 
accountants as they may find necessary. 

A motion was made by one of the stockholders 
and carried, after considerable discussion, that a 
preliminary committee be appointed by the meet- 
ing, who were to take the stock list of the com- 
pany, and report as a committee of investigation, 
at a meeting to be held on the 30th instant. The 
resolution as adopted is as follows : 

That said last named committee, when chosen 
by this meeting, be requested to inquire into the 
condition of this Corporation, so far as to report 
whether a fall investigation of its affairs be neces- 
sary or expedient; and generally what measures 
should be taken in order to protect the interests 
of its stockholders. 


The gentlemen appointed to serve on this com- 
mittee, are Messrs. William Richardson of Boston, 
Asahel Huntington of Salem, George M. Browne 
of Boston, Henry B. Ladd of Portsmouth, Joseph 
N. Sanderson of Lynn, Levi B. Meriam of Boston, 
and Wu. H. Brewster of Boston. 

Motions were passed that a list of the stock 
holders in this and the New Hampshire corpora- 
vions on the Ist of July, 1854, and on January 
Ist, and July 2d, 1855, be published, and distrib- 
uted to the stockholders within three weeks, 
with the amount of stock owned by each, and 
that stockholders should be allowed to pass free 
to the adjourned meeting. 





Ohio and Mississippi Railroad. 

Mr. Bacon has addressed the following note to 
the Mayor of the city of St. Louis. It will ex- 
plain itself. 

St. Louis, June 29th, 1855. 

My Dear Sir—It is not unknown to you that 
prior to the fifth of this month, as the representa- 
tive of the 0. & M. RB. R. Co., and of my firm, 
(Page & Bacon,) I used every exertion in my 
power to induce the city of St. Louis to furnish 
the aid which was indispensably necessary to 
complete the work on the road of said company, 
and also to provide for the payment of the inter- 
est due on the bonds of said company, on the Ist 
day of July. Neither is it unknown to you the 
success with which I met in these applications. 
No aid was offered; no assurance given that as- 
sistance would be, under any state of circumstan- 
ces, rendered. 

The emergency in which the company was 
placed, was imminent. Without immediate ac- 
tion, which would secure the aid needed, the en- 
tire interest of the company would be sacrificed 
to the first and second mortgage bondholders. 

You are aware that the company bave given 
my firm a deed of trust, to secure the very large 
indebtedness of the former to the latter; and you 
are doubtless still further aware, that under the 
provision of said deed of trust, the trustee has 
entered upon and taken possession of the road of 
the company, and its property, as therein con- 
veyed. 

I have now the pleasure of informing you that 
means have been provided which insures the 
opening of the road to Vincennes (the entire 
length) this week, and for the payment of the in- 
terest on the company’s bonds, maturing Ist 
proximo. 

My desire from the commencement of the em- 
barrassments of the company, has been to protect 
and preserve its stock ; but the want of peceer 
ration from the party having the most at stake, 





with one single 
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the interests of the stockholders, and which will 
doubtless result in the entire destruction of their 
interests, unless action is immediately had by the 
city which shall avert so unfortunate and much 
to be regretted calamity. . 

My object in addressing you this communica- 
tion, is to inform you that my firm is now dis- 
posed to unite with the city in anything which 
can be consistently done to protect the interests 
of the stockholders of the company. 

Yours truly, H. D. BACON. 

To Hon. Wasa’n Kine, Mayor of St. Louis. 





Dick*’s-Self Adjusting Switch. 

This improvement, invented by Jas. M. Dick, 
of Buffalo, New \ork, has now been in oxperi- 
mental operation on the Buffalo and New York 
City Railroad upwards of two years. We are in- 
formed that its performances have given such 
uniform satisfaction to the managers of the road, 
(having in three several instances saved trains 
from running off the track,where the switches had 
been misplaced through the carelessness of the 
tenders) that it was applied last fall to all the 
switches on the line—91 miles. On the 27th of 
June last,a trial trip was made over the road with 
the new locomotive “ Alpha’ (from the Buffalo 
Steam Engine Works,”’) and two cars, the switch- 
es all having been placed wrong. The speed was 
at the rate of forty miles per hour. Fifteen miles 
were made in 17 minutes, passing over three mis- 
placed switches without accident. 

This switch has met the approval of Messrs. C. 
C. Dennis, Superintendent Buffalo and State Line 
Railroad, J. G. Hoyt, the late, and J. F. Town- 
send, the present Superintendent of the Buffalo 
and New York City Railroad, Myron C. Brown, 
Master Mechanic, Buffalo and New York City 
Railroad, who ran the engine on the trial trip, 
and various other practical and scientific railroad 
men. It stood the the test of the severe weather 
of last winter without injury. On the arrival of 
the party at Buffalo, the following proceedings 
were had, which we copy from the Republic. 

“At the meeting held at the Wadsworth House 
in this city, on the return of the party witnessing 
the trial of “Dick’s Patent Self-Adjusting Switch” 
upon the Buffalo and New York City Railroad be- 
tween Hornelisville and Buffalo, on the 27th ult., 
Judge Hawley, of Hornellsville, was called to the 
chair, and Alderman Walters, of Buffalo appoint- 
ed Secretary. On motion, Charles 8. Pierce and 
Levi J. Walters, of Buffalo; R. B. Heacock, of 
Attica; T. J. Reynolds Esq., and the Hon. Mr, 
Hale, of Hornellsville, together with the chairman 
were appointed a committee to prepare resolutions 
expressing the sense of the meeting, who present- 
ed the following, which received an unanimous 
approval: 

Resolved, That the action of Dick’s Patent Self- 
adjusting Switch, we have this day witnessed un- 
der every circumstance which it could be tried, 
has been of the most satisfactory character, and, 
in our opinion, established its superiority, both 
for safety and utility over that of any other switch - 
now in use. an 

Resotzzed, That the running of the train this 
at an average speed of more than forty miles per 
hour for the whole distance, with the switches op- 
en at every station, has satisfied us that where 
these switches are used no accident can possibly 
occur from the carelessness of switch tenders. 

Resolved, That the Buffalo and New York City 
Railroad Company, in adopting this switch for 
use on their road, have exhibited a regard fer the 
safety of the traveller worthy of all commendation, 
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Resolved, That A. D. Patchii the lessee of the 
road, in authorizing this test to be made, has ad- 
ded another to the aa proofs that no pains or 
expense will be spared by him to protect the lives 
of the travelling community. _ 

Resolved, That the appearance and performance 
of the new locomotive “Alpha” built for this road 
at the Buffalo Steam Engine Works, under the di- 
rection of Edwin Rees, clearly establishes the 
fact that as good locomotives, for speed, 
strength and elegance of workmanship, can be 
manufactured in the city of Buffalo as in any oth- 
er portion of. the country.” 





Worcester and Nashua Railroad. 

That part of the above road within the State of 
Massachusets was chartered in 1845. The com- 
pany were authorized, with a capital of $1,500,- 
000, in shares of $100 each, to construct and 
maintain a railroad from Worcester to the N. H. 
State line, through such of the following towns as 
they might choose; viz., Holden, West Boyles- 
town, Sterling, Boylestown, Shrewsbury, Lancas- 
ter, Bolton, Harvard, Shirley, Groton, Pepperell, 
Dunstable, Leominster, Lunenburgh, Stow, Acton, 
Boxborough, Littleton, and Townsend. The road 
was required to be located in three, and finished 
within six years. The company were empowered 
to unite their road with the Nashua and Croton 
line, which had been previously chartered by the 
New Hampshire Legislature with a capital of 
$300,000; also to purchase the Worcester Branch 
road, which had been chartered in 1838, with a 
capital stock of $50,000. 

This road is 45.7 miles long, of which 39.1 miles 
are in Massachusetts, and the remainder in New 
Hampshire. At its northern terminus, it crosses 
the Nashua river, and for two thirds its length 
follows the general route of that stream. After 
leaving it, the line proceeds to the westward, and 
again turns to the South, descending to Wor- 
cester by one of the tributaries of the Blackstone. 


The following are among the characteristics of the | 4, 


route, as given in their annual reports : 

Length of road, 45.69 miles. 

Do. of single main track, 44.93 miles. 

Do. of double main track, .76 miles. 

Aggregate length of sidings, 4.74 miles. 

Weight of rail per yard, 5714 Ibs. 

Maximum grade—481¢ feet for 3!¢ miles, ex- 
cept at the termini, where it is 52.8 feet and 49. 
feet for short distances. : 

Total rise and fall in main road, 1,151 feet. 

Shortest radius of curvature—1146 feet for 
86-100 miles, except at Croton centre and terminus 
at Worcester. 

Total curvature in main road, 2,110 degrees, 

Do. length of straight line, 31 wiles. 

Aggregate length of truss bridges, 559 feet. 

Aggregate length of other bridges, 335 feet. 

Few roads, in proportion to their length, have 
more numerous or favorable connections. From 
its southern terminus ‘proceed to the South and 
South-east the Norwich and Worcester and the 
Providence and Worcester lines. The Boston and 
Worcester and the Western roads extend to the 
East and West of the same point, At Sterling, 
12 miles North, it connects with the Fitchburg 
and Worcester, at Croton, with the Fitchburg, 
the Stony Brook, and the Peterboro and Shirley 
roads ; and at Nashua, with the Concord and the 
Nashua, Lowell, and Milton Railroads, — 
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The corpo-ation was organized in June, 1845, 
by the choice of thirteen. Directors of whom Ed- 
ward Conant was elected President: The experi- 
mental surveys were commenced in the following 
month, and the location partly completed by the 
close of the year. Early in the following spring, 
the graduation and masonry of the whole line 
were put under contract—the work on these to be 
completed by the beginning of 1848, with the ex- 
ception of a deep cut at Worcester for which an 
extra allowance of time was made. In November, 
1846, a consolidation was effected with the Nashua 
and Groton Co., the united interests taking the 
name of the one in Massachusetts. The road was 
opened for business through its entire length, but 
in a very unfinished condition jon the 18th of Dec., 
1848, 

In 1847, the Board made an issue of six per 
cent. first mortgage bonds, payable at various 
dates up to May, 1855. These have been regu- 
larly paid as they came to maturity. Last yeara 
second mortgage was executed for $200,000, bear- 
ing interest ai six per cent. and falling due in 
1860. These were designed to pay the last instal- 
ment of their first mortgage, $180,300, and a divi- 
dend to the stockholders on the last six months, 
the net earnings having been applied to construc- 
tion, in improving the condition of the road, and 
increasing the machinery. Part of these bonds 
had been negotiated at par, at date of last report, 
and we understand that the old mortgage has been 
cancelled. 

The financial condition of the company at 30th 
Nov. last, was as follows : 


CAPITAL STOCK. 
Original subscription—5,046 shares at 








GD oo cis eves ance cass cscs segs oc UCR eee OO 
Second emission—-7 ,654 shares at 
BED 0.0: 90:05 (09 20, tre dp japon omne syns o eee: OO 
Preferred stock—2,537 shares at $100 [253,700 00 
Total... 2000 seco voce cece s oo Gl 142000 OO 
Bonds payable May 1, 
BS oc. wees cone oe ee $180,800 00 
Bonds payable May 1, 
1800. cds oedeidcs0,. ca. 26,000:00 
—-- 205,300 00 
Notes, accounts, and unclaimed di- 
Vides ss. eC hN IG Sie cS. 12,944 14 


$1,859,244 14 
The assets of the company at same date were 
$30,471 51, consisting of cash and bills receivable 
sums due by agents, and materials on hand. 
COST OF THE ROAD. 


For Graduation and masonry........ $464,908 54 
Bridging .. 2.0000 vsee cece cecere 12,643, 00 
Superstructure........ see. se-. 437,478 87 


Stations, buildings and fixtures.. 94,600 40 
Land, land damages, and fenc- 

Wiiorn cance sachet, dt onan 186,378 94 
Locomotives and rolling stock... 167,223 34 
Engineering and other expenses. 381,480 86 


$1,394,703 45 

Of the above $1,278,044 95 have been appro- 
priated to construction account in Massachusetts, 
and $116,658 51 to New Hampshire. 

The rolling stock consists of 10 locomotives, 8 
passenger cars, 3 baggage do., and about 100 oth- 
er cars of various. kinds. 

The present officers of the company are—Geo, 
T. Rice, President; T. W. Hammond, Treasurer 
and Clerk ; and Geo. W. Bentley, Superintendent. 








The remaining Directors are—Stephen Salisbury, 


ANaSRGRE Ba WS TAR ines gee Chae, 
Geo. Bowen, Seth W. Fowle, A. E, Hildreth, and 
Fras. H. Dewey.: The last Annual Meeting was 
held in Worcester, on the 25th of January of the 
present year. . 

Statement showing the Cost ;. Mileage; Cost per 
mile; Gross Receipts; Current Expenses; Net Re- 
ceipts ; Rate of Dividend ; Receipts from Passen- 
gers; Receipts from Freight; Miscellaneous ; 
Earnings per mile; Per centage of gross Earn- 
ings; Do. of net Earnings, of the Worcester and 
Nashua Railroad since the opening of the first 
division to the present time. 
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Rallroads 
A Parliamentary return Nand re- 
venues of railways in ‘the United Kingdom, for the 
last six months of 1864, makes the total capital 
invested in railroads to be £279,315,846, showing 
an increase of about two and a-half per cent. over 
the amount returned on the 30th of June previous. 





“that on railroa 
sive vp mpi ngs comses tO) eaneer 
werful e trains large,the expenses per mile 
Fun are greater than on roads where the trade and 
travel are light. 





Dayton and Michigan Railroad, 
This road was chartered in March, 1851, under 


The interest and dividends charged for the same|the provisions of the General Railroad Law of 
period amounted to £5,601,861, ora fraction over/Qhio, with a capital stock of $800,000 which 
four per cent. per annum, and showing also a|/might be increased to $3,000,000—in shares of 
gain. of about one-third per cent. over the pre-/$50 each. The company were empowered “‘to 
ceeding six months. . Out of 91 roads, 69 yielded | construct a railroad, commencing at or near Day- 


dividends. The length of these is 6,562 miles; 
the ordinary capital invested in them was £130,- 
120,194, the preference capital was £24,377,717, 
and the loans secured by mortgage and otherwise 
were £62,878,982, making a total of £216,871,- 
748. The earnings on these amounted to £9,336,- 
689, or, including balance on hand, £9,987,961. 
The ordinary expenses were £4,412,448; interest 
on loans, £7,244,476; preference dividends, £570,- 
888; and rents and tolls, £586,144; total, £6,- 


ton in Montgomery county, by way of Sidney in 
Shelby county, Lima in Allen county, and Toledo 
in Lucas county, to the most eligible point on the 
Michigan State line, in the direction of Detroit.” 
They were also authorized to unite at Dayton 
with any other railroad, leading to and termina- 
ting in Cincinnati. County commissioners, on 
behalf of their respective counties, might sub- 
scribe to any amount not exceeding $100,000 
each; and the corporate authorities ot Dayton, 


818,906; leaving as net gains, £3,174,055. Out|Lima, Toledo, and other places through which the 


of these were paid as dividends £2,787 856, leay- 
ing a balance of £436,199. 


road might pass, to any amount not exceeding 
$50,000. The corporation might organize, on a 


On the non-paying lines, 1,490 miles, the com-|subscription of $50,000. The Directors might 
mon and preferred stocks, and funded debts were|porrow money on notes or bond and mortgage, at 


£18,835 ,651, £7,144,898, and £11,244,594 ; total, 
£36,725,138. 

The total earnings on these, including balance 
on hand, amounted to £1,083,621; the working 
expenses to £583,404; mortgage interest, $263,- 
598; preference dividends, £136,284 ; and rents 
and toils to £62,700; making a total of £1,000,- 


951, and leaving £82,670 as balance to next half 


year’s account. 

The dividends on the preferred stock averaged 
about four and a-half per cent. per annum; the 
interest on loans about four and one-tenth; and 
the rent of leased lines a little over five per cent 
The gross earnings on the whole were £10,317,-. 
984; ordinary expenses £4,950,862, or a fraction 
less than 48 per cent. 





Cost of Fuel to Railroads, 
From a table made up by T. C. Atkinson, Esq. 


such rates as they saw fit. By the 9th section, 
the Cincinnati, Hamilton, and Dayton company 
were empowered to lend their money or credit, or 
to guarantee paper to such extent as they should 
see fit, to aid in the construction of the road; and 
for which they might hold any number of shares 
in the Dayton and Michigan Railroad, 

This road when completed will be about 140 
miles long, forming, in connection with the Cin- 
cinnatl, Hamilton, and Dayton, an almost direct 
north and south line of 199 miles between the 
western end of Lake Erie and the city of Cincinnati. 
The following description of the route we copy 
from the Engineer’s report. 

“Commencing at Dayton, the line crosses Mad 
River within the limits of the town, near its junc- 
tion with the Great Miami, and passes up the val- 
ley of the latter stream to Troy, the county 


and which we have been permitted to inspect, we |8eat of Miami county ; whence, after crossing the 
gather the following statement of the expense of|Tiver, it continues on an air-line to Piqua, con- 


fuel on the various railroads named,fer each mile 
run by a locomotive on said roads, for the year 
1854. 


Cents 
Baltimore and Ohio............ Cues dewcnnes SE 
Baltimore and Washington.................11 


Western, (Mass.,).... eeee e8ee e888 eeee ae | 
I: CNG FARIS oi 65 0 0 0.0 cn eS ceed cess cies 22 
“8 PEOVIGACNOG » 0.00 2000 c000 c00e o 
=f Lowell .cco soos vee eens anes EbSO 28 
- WOTOOSEC. os. wend aces eves oc 
Mipatern; (MARE) oo'ss asics 0000 vets cove cove oe WD 
Old Colony and Fall River........ Sens Sés0 coue 
PURAD OEE bccn: 9:0.05 0000 coe ee 
Orange and Alexandria.... ......0. se0+ seee 6 


On the Baltimore andOhio Railroad the cost of| Pt of the line. 


necting at that point with the Columbus, Piqua 
and Indiana Railroad; thence, after curving to 
the east, it pursues a northeasterly course to Sid- 


,|ney, the county seat of Shelby county, where it 


finally parts company with the Great Miami River, 
At this point the Bellefontaine and Indiana Rail- 
road is crossed. From Sidney, after having found 
access to the high table-lands by means of the 
valley of Johnson’s Creek, the line takes a straight 
direction for Wapakonetta, the county seat of 
Auglaize county,and Lima, the county seat of 
Allen county, which latter town is the midway 
At Lima it connects with the 


fuel is about nine per cent, of the average cost of Ohio and Indiana Railroad, now nearly complet- 


running a train of cars. On the Boston and Low- 
ell road it is about thirty per eent; and on the Nor- 
thern roads generally where fael is high, it varies 
from that down to 18 per cent. 

It is evident in view of the vast amount of fuel 
required for locomotives, and the growing 
scarcity of wood, that coal ‘will be brought more 
= more into use, both for economy and neces- 

ty. 

We learn that the low cost of fuel in the expen- 
ses of the Baltimore and Ohio road, is due in great 
part to the large use of coal. It will readily 


ed; and after curving about ten degrees to the 
right, it pursues a straight course twenty miles, 
to Ottawa, a fine location in Putnam county, on 
Blanchard’s fork of the Auglaize River. Thence, 
curving twenty degrees to the east, it is absolutely 
straight for a distance of 42 miles, to Perrysburg, 
the county seat of Wood county, situated on the 
Maumee River. Thence deflecting to the east, it 
follows the right bank of the Maumee river. At 





be/Toledo a connection will be formed with another 


5 doing a very. exten- ro 





q 


The maximum grade ot the abOv6 is is gen- 
erally twenty-one feet per mile, but it has been 
found necessary at a few points to increase it to 
twenty-six feet per mile. — 


TABLE OF @RADES, 
Between level and 5 feet per mile..... 84 miles, 
« 5 feet and 16 feet per mile... 28 “ 
6 15 feet and 21 feet per mile... 26 “ 
” 21 feet and 26 feet per mile... 8 “ 


Whole distance .... .... 0... sees eeees 140) 
Sum of ascents going north.... .......655 feet, 
Sum of ascents going south... .......725 “ 


The entire length of curved line from Dayton 
to Toledo is nine miles. The total amount of 
curvature is 650 degrees. About one-half the 
curved line has a radius of 5,730 feet, and the re- 
mainder not less than 2,865 feet, which is the 
minimum radius employed. The curves occur 
mostly in the immediate vicinity of towns.” 

The company were organized in July, 1851, by 
the choice of seven Directors, of whom John G. 
Telford of Troy was elected President. Mr. T. S. 
Huntingdon was shortly afterwards appointed 
Chief Engineer, under whom the necessary sur- 
veys and location were executed, A contract was 
made, in January, 1852, for the construction of 
the first 20 miles, from Dayton to Troy, the con- 
tractor agreeing to build the road and bridges, 
besides furnishing all materials, iron excepted, 
for $200,000. In June following, a contract was 
made for the purchase of 2,000 tons of American 
rails, which were delivered during the succeeding 
fall and spring. An arrangement with the Cincin- 
nati, Hamilton, and Dayton company was entered 
into, by which the latter party agreed to operate 
the road when completed for a time. The re- 
mainder of the line was let the same year, the 
contractors agreeing to finish it in two years, to 
furnish all materials, including iron, and a certain 
amount of equipment. The depression of 1854, 
however, obliged the company to temporarily 
suspend operations on the northern sections of the 
line. 

At the date of organization, the subscription to 
the stock amounted to hardly $200,000. In June, 
1852, the Board resolved upon making an issue of 
bonds which was done to the extent of $1,000,000, 
bearing seven per cent. interest, convertible into 
stock at par, and payable in 1867. Of these there 
were sold during the year, a little over $300,000. 
The remainder of the mortgage was afterwards 
cancelled, and a new issue made in 1854, of $1,- 
600,000, having 20 years to run, and bearing the 
same rate of interest. In consequence of the gen- 
eral suspicion attached to all railroad securities, 
few of these had been disposed of, at date of last 
report. 

The stock subscriptions have advanced to up- 
wards of $1,500,000, at the Ist of May, 1854. A 
considerable portion of this was made in real 
estate, part of which has been disposed of by the 
company. 

The first 20 miles were opened for business, in 
April, 1868. Eight miles additional, completing 
the road to Piqua, were finished during the ensu- 
ing summer. The road has not since been opened 
beyond this point, On the remainder, one-half 
of the earth-work, two-thirds of the grading and 
clearipg have been done, and one-half the requi- 
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site number of on The heaviest 
work, as to graduation, masonry, and bridging, is 
nearly completed, with the exception of one mile 
in the vicinity of Sidpey. From Toledo south- 
wardly for 85 consecutive miles, the road-bed is 
ready for the iron, and for 85 miles more sonearly 
completed, that it can be finished at a moderate 
expense. Since September last nothing has been 
done, except between Piqua and Sidney, where 
for a few months from one to two hundred men 
have been employed. A section between Piqua 
and Sidney, which had been let to another party 
than the regular contractor, was abandoned, and 
a portion of it has been re-let; also the bridge 
across the Miami river. About a mile to connect 
with the B. & Ind. road at Sidney, remains to be 
placed under contract, which is expected to be 
done at the earliest practicable moment. This 
portion, it is believed, can be completed in four 
months. 

A depot, 150 feet by 50, has been erected at 
Dayton. The cost of this when completed, will 
be about $3,000. 

A permanent running arrangement has been 
made with the Cincinnati, Hamilton, and Dayton 
line, securing important advantages to the Dayton 
and Michigan Company. 

The earnings of that part in use for the year 
ending 30th April last, were 
From Passengers .... .... sees sees -- $57,074 58 


6 Freight... ccos voce secssects’. 8,014 69 
“Express and Mails............ 1,965 28 
Total....... a sees sees cece oe - 47,054 40 
Operating expenses........ .00..+6.. 26,118 05 


Leaving as net earnings.... .... .... .$21,436 35 
Which is considered very satisfactory, consider- 
ing the unfinished character of the work. 

The following is an abstract of the Secretary’s 
report, showing, at the Istof May, 1855, the com- 
pany’s 

GENERAL ACCOUNT. 


Dr. 
Construction... ...6 sees sessseees $977,482 97 
Engineering, Salaries, &c......... 54,164 56 
Right of Way... ...0 sees seen ees 46,031 94 
Interest, Discount, &c.... .... .... 40,350 98 
Tax account, interest on Stock, &c. 16,229 14 
Real Estate unsold............... 288,379 62 
Township, City, and County Bonds 
CGD DONG icon cesds cons deen cond vi 50,000 00 
Equipment... .....ceee seve sisted 51,607 08 
Bills and accts. Receivable... .... 29,623 80 
Sales of Real Estate (Sidney)..... 18,078 55 
Miscellaneous, as operating expens- 
By BB sind clock Leddvodcddec ti! 54,223 76 
$1,571,181 40 
Cr. 
Capital Stock.... .... .... soe «++ $1,076,602. 70 
Mortgage Bonds (due 1867)....... 306,000 00 
Floating debt.... .... Care opine ss 87,011 43 
Freight and Passenger Earnings, & 
ante cacne.otteenndiin.ctee 








$1,571,181 40 

The greater part of their lands lie in the coun- 
ties of Miami, Shelby, and Auglaize. The rents 
received from these last year were $10,381, be- 
sides over $2,000 still due. 

The Equipment consists of 4 locomotives, 4 
passenger and baggage cars, and about 110 other 
cars—all of which are in good condition. 

The earnings are stated to be sufficient to pay 
running expenses, interest on the bonded debt, 
and leave a balance applicable to other purposes 








This is certainly. promising, 
of road in. operation. 
The.assets of the company consist of 


Town and County Bonds............. $97,512 
Subscription to Stock unpaid.......... 285,300 
Real Estate... 06.4 secs see cote wees 238,399 
Bills and accts. Receivable.......... 26,683 


Mortgage Bonds unsold.............. 1,494,000 
$2,094,894 

—or $2,004,884, after paying their floating debt. 
The Officers for the present year are—Daniel 
Beckel, President; Henry 8. Mayo, Treasurer; 
John Mills, Secretary ; Mr. Shoemaker, Superin- 
tendent ; and T. S. Huntington, Chief Engineer.— 
The other Directors are~T. J. 8. Smith, 8. 8. 
L’Hommedieu, George Carlisle, Joseph Cummins, 
Marshall Key, A. J. Field, and James Myers.— 


The last Annual Meeting was held at Dayton, May 
8d, 1855. 


To Railway Contractors. 


o be Let, the clearing, grading, construction, 
furnishing, &c , of 200 to 300 miles of rail- 
way at very remunerative prices. None need ap- 
ply but principals, and those having ample com- 
mand of capital, as part of the paymert will have 
to be taken in stock, which should not be too 
hastily pressed on the market. 
Address Z. Y. X., Office of Scientific American, 
Fulton st., New York. 1t. 


Wm. 8S. Rowland & Co., 
RAILROAD IRON 
AND 


Commission Merchants, 





NEGOTIATORS OF CREDIT FOR RAILROAD 
COMPANIES, 
No. 6 WALL STREET, 
26tf Nrw York. 4 








United States ‘Railroad Car 


Brake Company, 
No. 62 BEAVER S8T., New Yor. 


President, ee and Treasurer, 
GOUVERNEUR MORRIS. NORMAN 8S. WASHBURN. 
General Agent—WILLIAM G, CREAMER, 


Directors. 
GOUVERNEUR MORRIS, HENRY SHELDEN, 
JOHN M. HOPKINS, WILLIAM NOBRIS, 
WILLIAM G. CREAMER. 

We now offer to Railroad Companies the cheapest, simplest, 
and most efficient method of enabling the engineer of a locomo- 
tive to apply the entire brakes of a train that has ever been 
made. We have in our office a full-size model showing the 
operation of this invention perfectly, to which we ask the atten- 
tion of all persons interested in railroads. It is needless to de- 
scribe the advantages of giving the engineer the power to ap- 
ply the brakes. Suffice it to say there is hardly a railroad ac- 
cident occurs but the adoption and proper understanding of 


Anmti, 


this invention would totally prevent or greatly mitigate. Its} 
j diate 





tio. is demanded as well by the interests of 
the Company as the safety of persons and property cenveyed 
by railroads. We offer every facility to Companies desirous of 
testing for themselves the advantages of this method. For 
circulars and other information apply at the office of the Com- 


ra a6te W. G. OREAMER, General Agent, 


Railroad Iron. 


HE undersigned having leased the extensive works of the 

Qambria Iron Company, situated at Johnstown, Cambria 

County, Penna., and purchased all their personal estate are 

now prepared to execute at short notice orders for rails of any 
required pattern or weight, on the most liberal terms, 

WOOD, MORRELL & CO., 
Johnstown, Cambria Co., Pa. 
ly22 Philadelphia Office : North Penna. R. R. Building 


Theodore LD. Judah, 
Chief Engineer, Sacramento Valley Railroad, 
Sacramento, Cal. ly23 


AUBURN STEAM FORGE 


Avusurn, N, Y.—OHAS. RICHARDSON, Proprietor. 
Manufactures 


Car and Locomotive Axles, 


STEAMBOAT AND MILL SHAFTS, 
ORANKES, ORANK PINS, CONNEOTING RODS, 











OFFICE CENTRAL R. R. CO. OF NEW JERSEY. 
No..69 Wall st., New York, June 25, 18565. i 
Y virtue of a resolution of the Board of Di- 
rectors this day passed, the Finance Commit- 
tee offer to the stockholders of the Central Rail- 
road Company of New Jersey, at 85 per cent., one 
million five hundred thousand dollars of seven per 
cent. coupon bonds, redeemable May lst, 1876, 
convertible into stock of the company until May 
1st, 1860, and entitled to the security of any 
mortgage that may be hereafter laid on the rail- 
road from Elizabethport.to Phillipsburg on the 
Delaware River. The bonds will be issued in 
sums of $1,000 and $600 each, and will be regis- 
tered on the books of the company in the name 
of the holder or as a bond payable to bearer, as 
the convenience of holders from time to time may 
require. It may be un to call the atten- 
tion of stockholders to the prospects of this road, 
or to repeat, that it is the main Eastern outlet of 
three Jines, all in rapid course of development ; 
one leading to the Lackawanna coal mines and 
Oswego, on Lake Ontario; one to the Lehigh coal 
fields and u'timately to Erie, Cleveland and the 
Great West; and one requiring the construction 
of only 33 miles of road to pierce the centre of 
the Schuylkill Coal Basin, and make a direct, un- 
broken line to Pittsburg and Wheeling; nor need 
they be reminded that these lines are all free 
from break of gauge or trans-shipment; nor of 
the remarkable co-incidence, that by this road 
the three Anthracite coal regions are each brought 
within 135 miles of New York, there not being 
five miles difference in distance between any two 
of them. 

The partial opening in June and anticipated 
completion in July, of the Lehigh Valley Railroad, 
with the probability of the opening of the Warren 
and Lackawanna Roads in the Fall, render it im- 
peratively necessary that this Company should 
proceed vigorously with the construction of the 
second track. With the work already accom- 
plished, it can be economically completed in two 
seasons, Without interfering with the business of 
the Road, and at a great saving in expense over 
what it would cost if left till the Road is over- 
whelmed with the business. 

Stockholders will be entitled to subscribe for 
bonds to the extent of three-fourths of the stock 
held by them in the booksof the Company. Sub- 
scriptions for greater or Jess amounts can be 
made, subject in the former case to reduction 
or rejection by the Committee, if the subscrip- 
tions shall be in excess of the whole amount of 
bonds offered. Subscriptions will be reveived at 
the office of the Company, No. 69 Wall st., till the 
14th July, inclusive; after which the allotment 
will be made. 

TermMs.—Ten per cent of the.par value of the 
bond wili be payable on notice of acceptance of 
bids, ten per cent. on the 10th August, and the 
balance in installments of ten per cent. not oftener 
tuan once in thirty days as required by the Com- 
pany. The ninth call will be five per cent., when 
the bonds for the discount will be issued. As 
soon as the same can be prepared, bonds will be 
issued, in exchange for the installment receipts. 
Subscribers can have the option of paying in full, 
at any time, upon giving notice at the office of the 
Company. Non-payment of the installments will 
give the Company the right to forfeit the unpaid 
portion of the subscription and the discount al- 
lowed on the bonds. 

sean fanaa 

OHN C. . : . 
WILLIAM E. DODGE, { Finance Committee, 
ADAM NORRIE, 


The Troy lron Bridge Co. 
mete Jere. ny vali to span one thou- 
sales, of we semen aang, 








Wagon Axles, Pick Axes, Crow Bars, $¢., $¢., 
of the best assorted Scrap Iron, and WARRANTED, [10,t 


sand feet or , of any in any part of the 

. Their will be subjected to severe tests, and 

can be built for about the of gps pep eames Address 
B WA, Troy, N. 











UNITED, STATES NAVY YARD 
PENSACOLA, FLORIDA., 


, PA’ 
RES Ro RA iLway TRACK 


Models of lan dye 


seen at the Bngiieer’s oties of the stork ee rie Railroad 


Meigs & Greenleaf, 





nibes . 28 —— st., 
ILL the purchase and sale of 
BONDS, &e., ae etiteaiy on com on, Orders 
Wit TOSES, BON > mission, Ord 


res) ecttully solicited, 
j OHAS. A. MEIGS, late Cashier Am. Ex, Bark. 
A.W. GREENLEAF, late of No. 2 Wall st. 





Rurerences: American Exchange Bank, Bank of the Re- 
public, Metropolitan Bank, Merchants’ Bank. ly18 
For Sale. 


‘Y the Baltimore and Ohio Railroad Company, 24 crate cars 


adapted to railroad ES ee aren sold at a rea- 
gona’ For further information, ap 
wy ig Pest TO ML J HAYES, 


of M., Baltim: ore and Ohio R. R. Co., 
or, BRIDGES & BRO., 
64 Courtland 


19 tf st., New York. 





To Railroad Companies. 

* COLLINS’ PATENT 
VENTILATORS, 
FOR 
Ventilating all kinds of 
Pusiic aND PrivaTE BuiLpiInes 
Railroad Cars, Depots, e* 

HE Subscribers would invite 
tention of the public to the above 
celebrated Patent Ventilator. This Ven- 


comps the best one now known of, for 
ejecting all foul air. It has been 





a pure air in rooms, and 
adopted by all the principal Railroad Companies and Car Fac- 


tories, and is extensively used for private dwellings, and for the 
— oa Chimneys cannot be excelled. Manufactured and 
sale by 
; BAKER & WILLIAMS, 
No. 406 Market st., Girard Row, 
Sole Agents for Pennsylvvnia. 
STRICKLAND KNEASS, 


giving 


Refer to 
ines P. R.R. Co. 


Principal Assistant 
0 W. BARNES 
R. R. Co. 


Principal Assistant Engineer P. R. 
and Ene. Sih aes 
Supt 
E. MILLER, 
North Helle Srande RR. 
May 23, 1855 


ELLIOTT & CO., 
NO.4 WILLIAM STREET, NEW YORK. 


(ON DOOR SOUTH OF BEAVER STRERT.) 


RAILROAD AGENTS 


AND 
COMMISSION MERCHANTS, 
PURCHASE AND SELL ON COMMISSION 


FOR RAILROAD COMPANIES. 


i for the ge contract. upon the most 





RAILROAD 
fereranle terms for elivery of Rails either on 
hoard ship in England or in the | nited States. 

LOCOMOTIVES & CARS.—Having connection with some of 
the best builders, they furnish tho best at the lowest rates for 
cash or good paper. 

WHEELS & AXLES.—They are Agents for two of the best 
Forges, and one of the first Wheel Makers, and can supply 
orders with promptness and to give satisfaction. 

CHAIRS & SPIKES.—They are authorised to sell wrought 
and cast iron chairs and spikes from the best known makers at 
the lowest rates, 

Allorders will be promptly filled and at the lowest market 


rices. 
CAR FINDINGS in variety. 
es” Railroad Secretaries are particularly requested 
to forward by mail copies of their Reports from the first 
ELLIOTT & CO., 
No. 4 William st, N. ¥. 


New York and Erie R. R. 


Onan ter Mondo, 4s termes 


po oe leave Pier foot oa allan 
as follows, viz :— 


Dounxirx Express, at 6 a.m: for Dunkirk. 

Bourrato Express, at 6 a.m., for Buffalo, 

Matt, at 8% a.m. for Dunkirk and Buffalo, and intermediate 
stations. — Passengers by this train will remain over night at 
Owego, and proceed the next morning. 

RoOoKLAND PASSENGER, at 3 p.m., (from foot of Chambers 
st.) via Piermont for Suffern’s and intermediate stations. 

AY Passenaer, at 4p.m., for Newburgh and Otisville, 
and intermediate stations, 

Nieut Express, at 5)¢ p.m. for Dunkirk and Buffalo. 

ane at 6 p.m., for Dunkirk and Buffalo and inter- 
mediate stations. 

STEAMBOAT Express, every day, excepting Saturdays, at 
6% Ry m., for Dunkirk and Buffalo and intermediate stations, 

On Sundays Two Express Trains—at 54 and6 p.m. 

Thess Express Trains connect at Elmira, with the Faimira & 
Niagara Falls Railroad, for Niagara Falls, at Buffalo and Dan- 
kirk with the Lake Shore Railroad for Cleyeland, Cincinng 
Toledo, Detroit, Chicago, etc., and with first. class splendi 
steamers for all ports on Lake Erie. 

20.tf. D. O. MoCALLUM, General Sup’t. 








Philadelphia, Wilmington & 
Baltimore Railroad. 
UNITED STATES MAIL ROUTE TO THE 
Ponte AND Wee 





Traine will eve the Southern and Western Station, corner of 
Broad and Prime streets, Philadelphia, at 8 30 am. 12 45, 3 and 













11 pm. 
FARE BY THROUGH TIOKETS TO THE SOUTH. 
From New York to Wilmington..............-....---- $15 50 
do do SE teas dies nas send mpante mkt 8 50 
oer ae to Wilmington... ---. 14.00 
Norfolk... . 6 50 
. rs Petersburg... -- 900 
do do BIIEG cncinanoncucnateapance 8 00 
FARE BY THROUGH TICKETS TO THE WREST. 
From New York to Cincinnati.............--.-------- $13 50. 
do do isville... ounw Oe 
From oe to Cincinnati .. cons, AL 
do Louisville... --- 12 00 
From New York Sy SOON oe oon ones nee ane see 20 UM 
An extra charge will be msde for meals and state rooms on 
oqerd th boat SPAFFORD 
CHILLED WHEELS, 
FOR P 
RAILROAD CARS & LOCOMO1LIVE ENGINES 
Bush & Lobdell, 


WILMINGTON, DELAWARE. 


rw prepared to execute promptly orders to any extent 
for their celebrated Wheels, (with or without axles,) the 
character of which is well known. 


Mill Seats and Timber Lands 
for Sale. 
VALUABLE LUMBERING ESTABLISH- 
ment in full operation, a large new mill, a 
gocd stock of logs on hand, and a quantity of 
sawed lumber in the yard. 

Connected with the above is a large and desir- 
able tract of timber land in Pennsylvania near the 
Delaware River and convenient to the New York 
and Erie Railway which will be sold in part or 
whole to suit customers. 

For particulars apply to E. P. Wuirmore, office 
of the “Plough, Loom and Anvil,” 9 Spruce st., 
New York. At22 


American Railway Guide. 


BEST ADVERTISING MEDIUM EXTANT. 
Circulation 28,000 Monthly. 
WITH A NEW RAILWAY MAP. 

HE “American Rattway Guipe”’ is the only work of 
the kind which contains information for all sections of the 
United States and Canada; and in every respect is a complete 
and accurate hand-book for the traveller. Besides the routes, 
distances, fares, and the times of starting and arrival of trains, 
the work furnishes in a condensed form, or in notes, a great 











Machinists’ Tools. 
A SUPERIOR CLASS, 


Yew particularly for Railroad’ - manufeetured 
be L. - pied & 00., vate ALDaION, Tina & Ot. > > 


ick Eau Claimants in Texas. 
Trg aese Sart Bah Sa, a a 





t of information respecting Steamboats, Canale. and 
Stage Routes, connecting with the several Railroads, Ee} 
sued on the first’of every month, and is always thoronghry oe 
rected from official informatién to date of publication. Sue 
acription $1 per annum : srae copies 12)¢ cents; agents sup- 
plied at $8 per 100 Ce 

Published by DIN MORE & 00., No..9 Spruce-st., N.Y. 


H. SCHLARBAUM, 


een are Reade st 
pt ety LEVELS, COMPASSES and other Mathe- 
matical Instruments 








e with great care and for sale at 
low prices, Repairs done in the hest manner. 14tf 






(Ca) -WRIsseNBORN, Civil 
le dogg pe tc epee ate = 


‘ple ony sg — solicited. 
PHILADELPHIA +t arl AGENCY 


General Furnishing Depot 
OF ALL ARTIOLES REQUIRED BY 
RAILROAD COMPAN IES, 





No. 80 South Fourth street, 
PHILADELPHIA. 
— Chairs, Engineers’ Lanterns 
e8, Locomotive Head Lights, 
Gar whe Wheels, Car and Switch Locks, 
Car a Jack Screws, Vises, 
and Tank Rivets, Patent Oil Cans, 
Bolts, Nuts, Washers, Steam Gauges, 
Car aud Lamps, Steam Whistles, 
Conductors’ Lan Spring Balances, 
nk gs &ec., &., 
LL orders vat manufacturers prices and for. 
warded with pte Particular attention paid to con- 
tracting for — say erie Cars, Railroad Tron, &c. 
The subscriber being Agent for several manufacturers of 


Machinists’ Tools is enabled to furnish Railroad Companies with 


Lathes, Planing Machines, _ &e., of the best quali 
manufacturers’ prices,—Orders 80! icited wg 
60 ly THOS. M. CASH. 


ENGINEERS’ AND SURVEYORS’ 
NSTRUMENTS, MADE BY 
Edmund Draper, 
Survi er of 
STANCLIFFE ¢ DRAPER, 











HL 


near T 





To Railroad Companies, 
Bridge Builders, Merchants 
and Machinists. 


de undersigned continue to manufacture at the Tredegar 
Iron Works, Richmond, Va,, Bar Iron of every description, 
Railroad Chairs and Spikes, Car and Locomotive Axles, &c. 
&c., and solicit a call from those in want of such articles, be- 
fore they make their purchases, 

Our iron has been used very extensively for the last 18 years 
in the construction of Government work, Railroad Fastenings, 
me Bolts and other Bridge work ; and has given universal 

i tion, 

On this point. we give a copy of a letter received from one 
well qualified to give an opinion on the subject, having a very 
arge experience. MORRISS & TANNER. 

OFFICE MASTER OF ROAD BALT. & OHIO R. R, CO 
Baltimore, March 9th, 1865. 
Messrs. Morriss §& Tanner, ee, Iron Works, 
a, 

I take great pleasure in recommending the Bar Iron manu: 
factured at your establishment to all who are in want of a su- 
perior article. I have used it in the construction of Iron 
Bridges, and also for Chairs and Fastenings for Track and feel 
free to say that for strength and finish it compares favorably 
with the best manufactured American Iron, 

_Smi4 W. Boutuman. Master of Road. 


N otice to Contractors. 








OFFICE OF Deveaus & Paciric Raitroap Co. 
Dubuque. 20th June, 1855. 

EALED PROPOSALS will be received at this 

Office until the 20th July next, for the Grad- 

ing, Masonry, Superstructure, and Equippage, &e,; 

required to construct and complete the First Di- 

vision of the Road of this Company, extending 
West of Dyersville, a distance of 30 miles. 

The means of the Company amount to the sum of 
$500,000 ; the balance must be furnished by the 
Contractors. No proposals will be entertained, 
except from parties of the most unquestionable 
ability. 

Maps, Profiles, Plans, Estimates, &¢., can be 
seen at this Office. Any juformation can be ob- 
tained by addressing the Secretary of this Compa- 
ny at Dubugue, or R. B, Mason, Esq., Chief En- 


gineer, Chicago. 
I. P. FARLEY, Pres. 
EDWARD STIMSON, Sec. 








